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A Saving of 50% 


OR MORE 
is possible by using 


Rossi-Titanium : Rails 


This assertion is based upon the following 
results : 


LEHIGH VALLEY R.R. 54 per cent in- 
creased durability of Titanium Open Hearth 
rails over plain open hearth. 


BALTIMORE & OHIO R.R. 56 per cent in- 
creased durability of Titanium Bessemer 
rails over plain open hearth. 


BOSTON & MAINE R.R. 55 to 186 per .cent 
increased durability of Titanium Open Hearth 
rails over plain Bessemer and plain Open 
Hearth. 


BOSTON ELEVATED RY. 41 per cent increased 
durability of Titanium Open Hearth rails over 
plain Open Hearth, said to be the severest serv- 
ice in the world. 


To secure similar savings for your road, simply send 
for a copy of the “Rossi-Titanium Rail Specifica- 
tion” and write it into your specifications. Then 
make us responsible for their proper observance. 
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feces: | Titanium Alloy Mfg. Co. 
————e | General Offices and Works: 

Niagara Falls, N. Y. 
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Capacities Voltages 
25-1000 125-250 
Kilowatts 


-600 


Modern conditions demand large overload capacities in 
direct current generators, together with sparkless commutation. 


Westinghouse Commutating Pole 
Engine-Driven Generators _ 


thoroughly fulfil these requirements, and furnish the most 
efficient, engine-driven, direct-current generators yet produced 
for two or three-wire service. 


The Interpole Construction provides perfect commutation, with a 
definite brush position covering all ranges of load. Heavy overloads may 


be imposed without sparking or flashing, and wear on commutators and 
brushes is reduced to a minimum. 


The Vent i la tion of all current-carrying parts and of the armature cores 
is such that there can be no hot spots at points dangerous to the insulation. 


The frames are of cast steel, a material of high magnetic permeability, 
giving ample strength with economy of both weight and space, contribut- 


ing to good ventilation, low freight charges and easy handling. Full 
particulars in Circular No. 1194. 


Westinghouse Electric & Manufacturing Co. 


Sales Offices in 45 American Cities East Pittsburgh, Pa. 
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SPECIFICATIONS Probably no single item in connec- 
FOR BOLTS tion with the electric railway in- 


AND RIVETS dustry has received less attention 
than the bolts and rivets. In the purchase of fabricated 


— steel products, built-up crossings and rolling stock it has 


been the custom in most cases to specify rigidly the com- 


position and workmanship in everything which enters into 
the construction except this most important item. Many 
engineers specify reamed or drilled holes and driving fits 
and let the composition of the bolts take care of itself. 
A few engineers who are thinking ahead of general practice 
have prepared detailed specifications covering the composi- 
tion and manufacture of bolts and rivets and as a result, 
failures of this character have been reduced to a minimum, 
and in the case of frogs and crossings the life of the mate- 
tial has been increased. Many built-up frogs and crossings 
composed of first-quality rail and connections have been 
prepared for the scrap heap because of broken bolts. Again, 
bolt failures in these particular pieces make it almost im- 
possible to maintain track in a correct line and surface, a 
fault to which many derailments may be attributed. As to 
drawbar trouble in freight cars or passenger cars, the dam- 
age which might result from a bolt or rivet failure at this 
point is unlimited, and every precaution should be taken to 
eliminate the risk. 


A considerable part of the columns 
in our British technical contempo- 
raries containing editorials and com- 
munications is being devoted to comments, criticisms and 
defences of the Mertz report.on Melbourne. This report, 
which was abstracted in the Erecrric RatLway JouRNAL 
for Dec. 7, recommended the high-tension direct-current 
system instead of the single-phase system for adoption by 
the Victorian government for its suburban railway system, 
and in explanation of the recommendation quoted figures 
from recent tenders which called for an expenditure of 
£20,000 for altering telegraph and telephone wires for the 
direct-current system and £181,632 for doing the same work 
for the single-phase system and set the cost of the elec- 
trical equipment of 500 motor cars and 450 trail cars at 
£947,232 for the direct-current system and £1,977,344 for 
the same number of cars with the single-phase system. It 
could hardly be expected that the single-phase advocates 
would allow their direct-current rivals to explode such a 
Mr. Eichberg has 
already flown to the defence with a long letter in the Lon- 
don Times, and the London Electrician, among others, ‘has 
addressed some pertinent. questions to the authors of the 
report, asking, for instance, their reasons for the adoption 
of a frequency of twenty-five, instead of fifteen or sixteen 
and two-thirds, in the single-phase specifications. The fact 
is that the published abstracts of the report are entirely too 
meager to permit of a clear understanding of the basis upon 
which the different systems were compared. The figures 
quoted in the report may be from bids actually submitted 
by manufacturers, but we hope that further particulars will 
be later available. 


ELECTRIFICATION 
AT THE ANTIPODES 


bomb in their camp with impunity. 


ELECTRIC RAILWAY JOURNAL 


A direction in which interurban 
sELT LINES 


: electric railway companies will prob- 
IN ELLINOIS 4 


ably improve their service consider- 
ably during the next few years is in the construction of 
The 


is the 


belt lines around intermediate cities on their routes. 
this direction 

Illinois Traction System, and four of its belt lines were 
described in a recent issue of this paper. It may be 
interesting to cite here that the total cost of these belt lines 
was reported as $887,000. For the 15.3 miles of track built 
this averages $57,974 per mile. 
ment and cost of rolling stock operated over this track are 
not included in these figures. The advantages are obvious. 
With steam railroads the use of similar belt lines by through 
freight trains has been a means of material economy and 


company which has done most in 


The power house invest- 


of prevention of serious traffic congestion. Similarly, 
through passenger trains are not operated through the con- 
gested centers of certain cities on some lines, and this is a 
relief which frees limited terminal trackage for other 
necessary purposes. Two advantages of importance accrue 
to the Illinois Traction System for its fixed charge of 
roughly $45,000 annual interest on the investment in the 
belt lines; first, greater facility of through movement, the 
wisdom of which will be apparent in increasing degree as 
traffic develops, and, second, the opportunity of offering 
locations with freight facilities for industrial enterprises. 


The occasional articles which we 


THE TRACKLESS 
TROLLEY IN 
THIS COUNTRY 


have published on trackless trolley 
cars abroad have led to the inquiry 
as to the extent to which the system is applicable in this 
country, either for independent lines or for extensions for 
existing trolley systems over routes where the traffic is not 


sufficient to warrant the installation of a track. In answer 


we might say that we do not believe the development here . 


will be large. 
such lines will be installed, and there is one such line not 
far from Los Angeles, but we doubt whether there is a 
large field for this means of transportation in this country. 
In the first place, it should be remembered that there are 
very few lines of this kind abroad. Statistics are lacking, 
but we believe that they do not number over a dozen lines 
with perhaps twice or three times that number of cars, in 
spite of the fact that European conditions are particularly 
favorable for their construction. This is true, first, because 
the highways, as a rule, are maintained in very much better 
condition than in this country, so that they are more suit- 
able for bus service than the average road in America, and, 
second, because the methods of obtaining track rights and 
the requirements for track construction are much more 
rigid in Europe than here. The European trackless trolley 
car, according to figures already published, requires on a 
good road about twice as much energy per ton mile as the 
trolley car, this difference being due to the greater tractive 
effort required on a roadway as compared with a rail, but 
on the ordinary American country road the energy required 
would be very much larger. In other words, most American 
managers and engineers with whom we have discussed this 
question have expressed their belief that where the traffic 
would warrant the installation of the trackless trolley here 
it would warrant the construction of standard track. 


There may be a few isolated places where 
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THE POSSIBILITIES OF THE SMALL CAR WHEEL 


The rapid increase in motor sizes which took place during 
the early days of electric railroading has undoubtedly been 
the primary reason for the belief that large wheels were 
necessary for street railway service. Naturally, the 
standards established in the infancy of any industry exert a 
very strong influence, and it is not surprising that the 
tradition with regard to the proper wheel sizes for surface 
cars has kept alive the belief that wheels 34 in. and over in 
diameter were an unavoidable evil. For the past two years, 
however, 22-in. wheels have been used in regular city 
service on trail cars, and for the past six months 24-in. 
motor car wheels have been in successful operation. The 
new stepless storage battery car described in a recent issue 
of the ELecrric RAILWAY JouRNAL has gone even further, 
as it is equipped with 21-in. wheels. 

The opportunity for saving in weight and height, two 
factors of prime importance in car design, is obtained 
very readily by a reduction in wheel diameter, and while it 
is true that the substitution of a 22-in. wheel for a 34-in. 
wheel reduces car height only about 12 in., this saving 
when applied to a reduction in step height becomes really 
of very great import. The decrease in the weight of the 
wheel in turn permits a reduction in the size and weight of 
the motor and truck, and this is, as we have remarked 
before, one of the few places in the modern car where 
weight may be removed without necessity for sacrificing 
strength or evolving bizarre designs. Only four years ago 
the question of reducing the thickness of the tread in rolled 
wheels was seriously discussed for the sole purpose of 
saving weight and power, the possibility of arriving at the 
same result, and even going beyond it, by the simple 
expedient of reducing wheel diameters being absolutely 
overlooked. The question is one which the designers of 
new cars in justice to themselves simply cannot neglect, as 
the practicability of the small wheel has now been very . 
thoroughly demonstrated. : 


MAINTAINING THE FOREMEN’S CONFERENCE TO 
STANDARD 


Of the periodical conference of car maintenance or other 
foremen, one may say that it is a good tool if wisely 
handled. It is acommon experience that while such gather- 
ings are inaugurated with a lot of enthusiasm, the following 
meetings show a gradual decline and even degenerate into 
purposeless. bickerings and needless personalities. It may. 
therefore be of interest to examine the procedure of one 
railway which for nearly ten years has succeeded in main- 
taining, if not exceeding, the high standard originally set 
for these conferences. First of all, the head of the me- 
chanical department does not attend or preside at any of 
these meetings, although he makes it a point to meet the 
men individually, so that each foreman can speak his opin- 
ion without taking his cue from the real or apparent trend 
of his superior officer's remarks. Secondly, the general plan 
and subjects for each meeting are prepared in advance by. ‘ 
an assistant who has conferred with the superintendent _ 
after preparing a summary of the problems then in the fore-- 
ground. If some specific topic like wheels, brakeshoes 


lubrication is up for consideration the manufacturer’s rep- 
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resentative is invited for his part of the meeting. Thirdly, 
since a stenographer is always present to take. all essential 
“notes as directed by the chairman, the superintendent can 
weigh the contrary opinions at his leisure before he author- 
izes definite action. 

The fourth, and perhaps the best, feature of these con- 
ferences is that they are not narrowed merely to discussions 
about maintenance methods and comparative costs but are 
widened to include actual demonstrations at the several car- 
houses and shops. At one time, for instance, it was con- 
cluded that an effort should be made to secure a radical 
reduction in the upkeep cost and an extension of the over- 
Instead of argu- 
ments about the matter at the general office, successive trips 


haul mileage of a certain type of motor. 


were made to each shop, first by the group of foremen and 
then by the group of assistant foremen. 
the good and bad practices that he had seen at each place, 
and eventually all of the observations were collected and 


Each man noted 


compared, with the result that the modified old motor is 
now maintained on almost the same basis as many of the 
later types in use by this company. 

This frequent contact with realities is the real reason why 
these weekly conferences have been maintained at concert 
pitch, and furthermore each participant's knowledge has, 
been broadened by seeing directly how the other man is 
obtaining results superior to his own. 


THE SIXTY-CYCLE SYNCHRONOUS CONVERTER 


The growth of great transmission systems generally 
Operated at sixty cycles and the increasing tendency of 
electric railway systems to purchase power from these 
ample sources of supply have been causing of late an 
increase in the use of sixty-cycle rotary converters. Most 
of the earlier converter practice was on the basis of twenty- 
five cycles, but the higher frequency now seems to be grow- 
ing in importance, and fewer low-frequency plants are being 
built now than was formerly the case. The story of the 
development of synchronous converters is rather an interest- 
ing one. It began at the period of the first great installation 
at Niagara. This plant for various reasons, now chiefly of 
historical interest, was laid out for twenty-five cycles, with 
the outlook of long transmission lines ahead and a some- 
what exaggerated fear of troubles from inductance. Low 
frequency was hence considered desirable, aside from other 
reasons. One of the factors, however, which undoubtedly 
had weight was the comparative ease with which syn- 
chronous converters could be built for twenty-five cycles 
and the unquestionable difficulties which attended their use 
at the higher frequencies then common. 


Fundamentally the difficulty was one of commutation. At. 


sixty cycles the limitations of peripheral speed in machines 
of considerable output compelled the adoption of somewhat 
exaggerated multipolar design, and this carried with it a 
necessarily large commutator to admit the number of seg- 
ments necessary between pole and pole to give a con- 
servative voltage per bar in the then existing state of design. 
So it came about that a synchronous converter of even a 
few hundred kilowatts capacity at sixty cycles demanded a 
commutator almost of the full diameter of the armature and 
operated at an unpleasantly high peripheral speed, even 
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when some chances were taken with the voltage between 
At twenty-five cycles the greatly decreased rotative 
speed led to an altogether easier commutator construction 
and, particularly when big machines of 1000 kw or more 
were in contemplation, the gain in going to lower fre- 
quency was a very great one, quite aside from the minor 
advantages gained by lessened inductance. Small con- 
verters up to perhaps 100 kw could be and were readily 


bars. 


' made for fifty or sixty cycles, but with any increase of size 


the difficulties were formidable. 

Within the next few years, and to a certain extent up to 
the present time, sixty-cycle rotaries were built in modest 
numbers and by great designing skill were made to operate | 
in a fairly satisfactory manner. The commutator diffi- 
culties, however, were always either appearing or on the 
verge of appearing, and the high-frequency rotary has been 
on the whole unpopular. It is only since the introduction of 
the interpole design, with its immediate and striking relief 
of the common difficulties of commutation, that the tide 
has begun again to turn toward higher frequencies. With 
the use of commutating poles the average voltage per com- 
mutator bar usable with absolute security against sparking 
has roughly doubled, and with this change the whole 
problem of designing a large high-frequency synchronous 
converter has become relatively easy. 

An interesting intermediate step has been the introduction 
abroad of the very ingenious cascade converter which, work- 
ing at half synchronous speed, presents with sixty-cycle 
supply the commutating phenomena of thirty cycles. Just 
how far the sixty-cycle work can be profitably carried with 
respect to size remains to be seen, but a good deal of 
evidence is now accumulating to show that a large propor- 
tion of cases of railway supply can be conveniently met 
to-day with sixty-cycle synchronous converters, If one 
used the cascade converter with the help of interpole con- 
struction, it is altogether likely that the largest demands 
required could readily be supplied from sixty-cycle trans- 
mission lines. The exact elements of design for big sixty- 
cycle rotaries have yet to be worked out in full, but the con- 
ditions are roughly as here stated, and the case looks 
decidedly hopeful. It certainly is a great convenience for 
1ailway lines to be able to take power from existing trans- 
mission circuits by so simple and reliable an apparatus, and 
it is to be hoped that the ultimate success of the device will 
be as great as indications now make to appear likely. 

Most of the important transmission systems, whether over 
long or short distances, are now operated at sixty cycles, the 
chief exceptions being the Niagara system, which developed 
around the original plant of nearly twenty years ago, and 
the Southern California system at fifty cycles, which 
developed around the Redlands plant of the same period 


and periodicity. Difficulties once dreaded at high frequency 


have vanished on closer inspection, like most of the diffi- 
culties supposed to be inherent in long-distance transmis- 
sion, and the only influence now strongly tending toward 
low frequency is the development of the series alternating 
motor for heavy traction. Conditions of design in this case 
are radically different from those in the synchronous con- 
stant-potential machine, and thus far indications for success 
have all pointed to a frequency of fifteen to twenty- 
five cycles. 
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Electric Express Service at Boston 


Inception of a Davelopiavt Promising ‘to Give Eastern New Engler Trolley Express and Freight Facilities of Great 
Industrial and Commercial Significance—Inauguration of Initial Service at Boston on a Small but Efficient Scale, 
with Outline of Plans for Future Rapid ese of Merchandise in Boston Suburban District 


:The opening of an electric express terminal at 536 Har- 
rison, Avenue, Boston, on Oct. 28, by the Bay State Street 
Railway, operating in conjunction with the Boston Ele- 
vated Railway, marked the beginning of a new era in mer- 
chandise transportation in eastern New England, During 
the past few years the operation of express cars has rapidly 
increased on New England electric traction systems, but 
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Boston Express Service—Circular Showing. Points Near 
Boston Reached by Service 


the movement of this class of traffic has been confined to 
lines located outside the city of Boston, so that. the advan- 
tages of a metropolitan terminus have until recently been 
unrealized except in the cases of smaller cities located at 
considerable distances from Boston. The removal of re- 
strictions formerly in effect in rélation to the handling of 
electric express ‘cars in Boston eliminatés troublesome 

and costly transfers of merchandise at the city limits and 
' permits the establishment of a through service which will 
ultimately be felt throughout the territory lying between 
Nashua, N. H., New Bedford, Mass., Providence and 
Newport, R. I., and Worcester, Mass. The service will 
extend over the lines of the Bay State Street Railway 
north and south of Boston, including goo miles of-track, 
and over the systems of the Middlesex & Boston and Boston 
& Worcester street railways on the west. 

Electric express service was begun on the Bay State 
Street Railway iti 1906 between Taunton, Mass., and Provi- 
dence; R. I., and its success has been followed by a con- 
tinuous securing of freight-carrying franchises in the 
ninety-two municipalities served by the. company, until 
rights to handle express cars have been obtained in all but 
six of the cities and towns on the system, which now com- 
prises nearly 1000 miles of track ioctl for the greater 
part in suburban and rural territory more or less tributary 
to. Boston. The accompanying map shows the ‘territory 
now. provided with. electric Repress service to and from 
Boston on the south, through shipm< ents now being made 
from Boston to New York via Providence and the Hart- 
ford & New York Transportation Cor mp any’s steamers. 
At present forty-six shipping points are reached by the 


Boston south service, and a population of ae 000 outside 
Boston is placed in close touch with the New England 
metropolis by this means. Attractive stations are located 
at Quincy, Mass.; Brockton, New Bedford and many other 
points. A view of the Quincy station is shown in an ac- 


companying engraving on account of its harmonious set- 


ting in a historic New England town. 
HARRISON AVENUE STATION 
The Harrison Avenue station, also illustrated, is only a 
temporary starting point for the Boston service and will 


soon be replaced by a much larger and more comprehensive 


It is of interest, however, on account of the care 
with which it was designed to 
enable a considerable traffic to 
be handled in a confined space 
and without a large initial out- 
lay in funds. The building 
occupies a corner of the Bos- 
ton Elevated Railway’s shop 
and power yard lying between 
Albany Street and Harrison 
Avenue, and it consists of 
a steel-framed structure 36 ft. x 60 ft. inside, with corru- 
gated iron walls, and a 38-ft. x 16-ft. office extension 
at one end. The opposite end is provided with a 13-ft. x 
40-ft. platform to facilitate rapid transfers of merchandise 
between teams, trucks and cars.. An entrance gate and an 
exit gate, illuminated at night by a mercury are lamp in- 
stalled above and between the two, are provided on the 
Harrison Avenue side, and a paved teaming yard from 


building. 
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Boston Express Service—Map Showing Route 


25 ft. to 4o ft. wide separates the building and platform 
The se pacity of the cat a 


extension from the ne 


permit six cars to be loadedss or unloaded at on er 
terminal. _llustrations on pages 1225 oy 1226 show 
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the shipping room of the station. This room is provided 
with a concrete floor about 12 in. thick and it has unusually 
good artificial lighting facilities. 

The shipping room is provided with jack-knife doors 8 ft. 
wide by 7 ft. high on three sides of the building, three sky- 
lights installed in the roof on the east side of the structure 
and a 12,000-lb. Fairbanks scale set in the middle of the 
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SERVICE GIVEN 
At present only six round trips are being made daily 
from the Boston terminal, these including both a local and 
a through service between Boston and Brockton. Nine 
clerks are now on duty at the Boston terminal, and at other 
points on the system from one to eight men are regularly 
employed, according to conditions. The Boston station is 


Boston Express Service—Boston Terminal with Car Being 
Loaded 


premises. Merchandise passes between teams, trucks and cars 
without being returned upon its course, and at the north 
end of the room offices for the general freight and express 
agent, his assistant and the local clerical force are situated 
with commanding views of the shipping division. The 
interior artificial lighting is provided by 16-cp incandescent 
lamps installed with moisture-proof reflectors and outlets 
on the under sides of the roof trusses, the lamps being 
about 9% ft. above the floor and spaced 9g ft. apart laterally 
and 11 ft. between trusses. Ten portable lamps equipped 
with guards and attachment hooks are provided at the sides 
of the room to facilitate the task of deciphering addresses 
on packages and cases of merchandise. Fifteen truss 
lamps are provided for the general illumination. Twelve 
doors are installed and each of these is counterbalanced to 
render opening and closing-easy for one man to perform. 
The doors are in general spaced about 4 ft. apart and the 
sills are protected by 3-in. steel angles, below which at a 
distance of 19 in. is carried a 6-in. x 74%4-in. wooden buffer 


Harrison Street 


Service—Interior of 
Station 


Boston Express 


open for business from 6.30 a. m. to 7 p. m., and in addi- 
tion to the clerks, two solicitors, twelve teamsters and a 
foreman make their headquarters at the station. About 
300 tons of express matter are handled daily at present on 
the lines south of Boston, about Io per cent of this traffic 
originating at Harrison Avenue. Regular collection trips 
are made by a local teaming agency which handles this 
branch of the business, and a special trade is being worked 
up in connection with the deliveries of large Boston de- 
partment stores, groceries, etc., to points south of the city. 
Prior to the opening of the Harrison Avenue station, the 
electric express service of the Bay State company began at 
Neponset Bridge, on the Boston-Quincy line, merchandise 
being handled between that point and a terminal station 
on Atlantic Avenue, Boston, by gasoline trucks. A rapid 
increase in business has been noted as a result of the dis- 
continuance of this truck service and the elimination of 
the transfer of merchandise at the city line, both of which 
improvements are regarded by shippers as conducing to 


Boston Express Service—Harrison Street Express Station, Boston 


sill extending horizontally around the working faces of 
the building. The shipping room floor is 42 in. above the 
yard and enables goods to be handled to and from cars 
and teams with the minimum amount of lifting. Seven 
16-cp lamps are installed in a trough outside the shipping 
room to improve the delivery conditions for teams unload- 
ing at the terminal. 
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safer and more convenient transportation, apart from the 
saving in time effected. The standard car crew consist» 
of a motorman and a messenger, and on the Boston Ele- 
vated system a pilot motorman is provided in addition. 
Four pick-up and delivery teams were added to the Boston 
service when the present station was opened. Cars are 
housed at. night at Brockton and Quincy. 
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EXPRESS CARS 
(he Bay State company now operates seventeen express 
cars on its southern lines, although the Boston service is 
handled at present by only three. The cars were described 
in the Evectric RatLway JourNAL of May. 20, 1911, and 
are each of 20 tons capacity, being equipped with, four 
GE-80 motors with a ratio of 19 to 67, Standard 


gear 
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pick-up, transportation and delivery service; Class B, 
transportation with pick-up or delivery at one end only, 
and Class C, transportation only, The accounting and 
forms used-in general are those approved by. old-line ex- 
press practice. Daily reports of tonnage and shipments 
are made to the general freight agent and auditor, with 
summaries upon which the traffic is analyzed and checked. 


Boston Express Service—Station at Quincy 


“C-60” trucks, 34-in. steel wheels, Pfingst fenders and 
straight-air brakes. The cars were designed by the Bay 
State company and are equipped with single-arch roofs, 
conduit wiring, steel underframing and semi-steel sides. 
Their total length is 39 ft. over bumpers, the body length 
being 29 ft. 3 in. and the total.weight complete 50,400 Ib. 
The car body weighs 36,065 lb. A new type of express 
car is now being constructed for the Bay State company’s 
service according to designs prepared by E. W.. Holst, 
superintendent of equipment, and upon the completion of 


Boston Expre$s Service—Station at Neponset and Express 
Car 


these units, which embody novel structural features and 
light weight, a detailed description will be published. 


RATES 
In general the rates charged at Boston are slightly lower 
than those of the old-line express companies which for- 


merly pre-empted the territory. Three classes of service 
are given, with corresponding charges: Class A, complete 


Boston Express Service—End View of Express Car 


As in other localities where electric express service has 
become a factor in the transportation, the success of the 
work has been heightened by the speed of delivery accom- 
plished in comparison with former methods. George Dun- 
ford is general freight agent of the Bay State Street Rail- 
way, and, in addition to the operation of the existing serv- 
ice, has general charge of the development of traffic-along 
new lines. A large market-gardening service will probably 
be inaugurated in the near future. 


PROVIDENCE SHOP NOTES 


The following notes on some shop practices of the Rhode 
Island Company relate to the use of steel and cast-iron 
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Providence Shops—Block for Testing Alignment of GE-800 
Brush Holders 


wheels, carbon brush tests, armature and field coil impreg- 


nation, miscellaneous motor improvements and the like. 
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WHEEL PRACTICE 


The Rhode Island Company is using both steel and cast-— 
iron wheels, irrespective of whether the character of sery-_ 


ice is city or suburban, 


greatly during the past three or four years. In 1910, for 
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instance, steel wheels cost 20.5 cents per 1000 miles, and 
the average performance per wheel was 93,020 miles, com- 
pared with 10.7 cents per 1000 miles and an average life 
of 31,997 miles for cast-iron wheels. The 1911 record for 


steel wheels shows a reduction in cost to 19.2 cents per 
1000 car miles due to the higher average life of 98,937 miles, 
while at the same time the cost of cast-iron wheels went 
down to 10.4 cents per 1000 miles and their average mileage 
rose to 33,021 miles. 
not include charges for repairs. 


The figures for cast-iron wheels do 
The steel wheel figures 
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then baked over night in an electric oven. , Field coils are 
filled with special insulating compound as they are wound, 
which results in an absolutely solid coil when finished. 
The company does not use vacuum insulation, as it believes 
that the system which it has followed for the past twelve 
years is at least as effective and more economical. 
MISCELLANEOUS IMPROVEMENTS 

The armature bearings for some types of motors had a 
small slot with oil cup feed. As this did not prove satis- 
factory, large openings were made in the armature bearings. 


Providence Shops—Crane Car with Pneumatic Hvist Used at Providence 


should improve still further owing to the fact that even 
the rg11 record includes earlier types of steel wheels which 
were not furnished with thick rims. The later steel wheels 
are of 34-in. diameter, and after they have been worn down 
to 32-in. diameter they are placed upon smaller axles, where 
they are permitted to wear down to 30 in. Both classes of 
wheels have given excellent service despite the number of 
severe grades in Providence, and there have been very few 
cases of flange breakage. 
MOTOR PRACTICES 

All brush-holder yokes are made to jigs, the latter being 

also used to realign brush holders which have become dis- 


These openings are filled with oiled waste, the surface 
of which bears against the axle and so gives effective lubri- 
cation. 

The life of all old motors, except GE-800, has been ap- 
preciably lengthened by reboring for the bearings. Thermit 
is also used widely for motor case repairs. 

SIMULTANEOUS SETTING OF SIDE DECK DESTINATION SIGNS 

W. D. Wright, superintendent of equipment for the 
Rhode Island Company, has recently devised the cross-bar 
rod transmission shown in. the accompanying drawing, 
which enables a man to set both Hunter side deck signs 
accurately at the same time by means of a single bevel- 
geared handle. In this way an. appre- 
ciable saving in time is effected when- 
ever the destination of the car must be 
changed. 

DERRICK FLAT CARS 


ra 
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The two accompanying illustrations 
show one of six derrick flat cars built 
in the shops for the use of the way 
department for handling rails, ties, pav- 
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Providence Shops—Mechanism for Operating Two Side 


Destination Signs at the Same Time 


torted in service. The jigs include a casting to represent the 
brush. The block used for testing the alignment of GE-800 
brush holders is shown in an accompanying drawing. Only 
well-seasoned wood is used in brush-holder yokes in order 
to avoid troubles from shrinkage. 
shellacked instead of being paraffined. 

Armature coils'on being-formed are dipped in: hot. insu- 
lating paint, after which the cotton insulation at the ends 
is stripped off by means of a wire brush to permit them to 
be tinned. Following this the coils ‘are covered with a layer 


of tape, a layer of oil linen, a second layer of tape, and 
finally are dipped in’a cold insulating compound which is of - 
the same composition: as the hot-compound, . The coils are. 


Brush-holder yokes are 


ing, ballast, etc. These cars are of the 

double cab type, 41 ft. 6 in. over all, 

equipped with four 35-hp or four 40-hp: 
motors. The special feature is the use 

of a two-way air cylinder which has a 

‘chain and sheave. transmission for oper- 

ating a Pedrick & Ayer jib crane of the - 
type illustrated. The cylinder has a 74%4- 

in. bore and a 7-ft. stroke and is used 

for lifting only. In lowering, air is per- 

mitted to escape at the end furthest from 

the hoist by the operation of a three-way 

valve. The car has proved very useful for the purposes 

mentioned. 


The annual meeting of the American Society of Engineer 
Draftsmen was held in Teachers’ College, Columbia Uni- 
versity, on Oct..1,.1912. The plans for next year include the 
establishment of a mutual benefit section, involving a form 
of insurance. Prof. Charles W. Weick, of Columbia. Uni- 
versity, was elected president of the society for 1913. Other 
officers elected were William B. Harsel, first vice-president ; 
Charles.A. Clark, second vice-president; C. B. J: McManus, 
third vice-president ;. L. T., Maenner, fourth vice-president ; 
E. F. Chandler, H. L. Sloan and C. W. Fleming, governors. 
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The Principal Subjects Discussed at the South Bend Meeting of Gag af the Central Electric Railway ‘Aséotintants’ Association 
Were Freight Accounting, Accounts of Co-ordinate Departments and Records cf Cars 
Interchanged—Officers for the Ensuing Year Were Elected 


The Central Electric Railway Accountants’ Association 
held its twenty-first regular meeting at the Oliver Hotel, 
South Bend, Ind., Dec. 13 and 14, with a very large pro- 
portion of the members present. The meeting was opened 
at 2 o’clock Friday afternoon by President Walter Shroyer, 
and after Secretary C. M. Witt had called the roll by roads 
and read the minutes of the last meeting, Mr. Shroyer 
gave a very interesting address in which he outlined the 
benefits to be derived from participation in the work of the 
association and thanked the members for their support dur- 
ing the past year. 

The executive committee’s report was very “pried and 
its recommendation that the Benton Harbor-St: Joe Rail- 
way & Light Company be admitted to membership was 
adopted by the association. 

Mr. Neereamer, treasurer, read a report which showed 
that the expenditures for the past year had been about 
equal to the receipts. 

REPORTS OF COMMITTEES. 

The next order of business was the reports of commit- 
tees, and that of the standing freight committee was first 
read by its chairman. This report recommended a few 
changes in the present method of handling inter-line 
freight, as previously adopted, and made quite a number 
of recommendations concerning points not fully covered 
by former reports. It was the subject of considerable 
discussion which took up the greater part of the after- 
noon session. Upon motion, the report was held over 
until the next day, when the association adopted it after 
making a few minor changes. 

The standing passenger committee had no new busi- 
ness to present to the meeting. It reported that several 
matters had been presented to the committee at such a 
late date that it had not been able fully to look into them 
and they would be considered and reported upon at the 
next meeting. 

Considerable time was also given to the discussion of 
the report of the query box committee. The association 
did not take action on the report as it was thought best 
to send to each member of the association a copy of the 
report so that the answers to the questions, as made by 
the committee, could be carefully studied by the members 
‘and they would be in better position to pass ‘upon them 
at the following meeting. 

PRESENTATION OF PAPERS 

J. N. Tabb, treasurer Parkersburg, Marietta & Inter- 
Urban Railway Company, then read a paper entitled “Ex- 
perience of a New Auditor,” which outlined the methods 
he had put into use in regard to keeping accounts of the 
freight and other business on that road. This paper is 
published in abstract elsewhere in this issue. 

In order that all the business before the association 
could be finished in time for adjournment by noon, the 
Saturday morning session began promptly at 8:30 o’clock. 
At this session the paper written by W. H. Forse, Jr., 
secretary-treasurer the Union Traction Company of In- 
diana, on “The Classification of Accounts as Adaptable 
to Co-ordinate Departments,’ was read by L. T. Hixson, 
as Mr. Forse was unable to attend the meeting. This 
paper is published in abstract on another page. 

Mr. Forse presented with his paper a large wall chart 
illustrating the income account of the fictitious Middle 
West Traction Company, which enabled the members 
very easily to follow the arguments brought out by the 


paper. 


An address was then presented on “Time Keeping and 
Pay Rolls,” by T. P. Kilfoyle, auditor Cleveland Railway. 
It was based principally on the system which the operator 
uses in keeping time, preparing pay rolls and paying em- 
ployees of his company. Mr. Kilfoyle called to the atten- 
tion of the members several very important items to 
beiconsidered in this ‘connection. “His talk was very in- 
structive. Considerable time was then spent by the members 
of the association in the discussion of fare collections and 
registrations. 

At the, suggestion of the president, and upon ‘request of 
several members, a paper on “A System for Keeping Rec- 
ords for“ Electric Railways in Connection with Cars In- 
terchanged’ with Steam Roads” was then read by E: L. 
Kasemeier, auditor Ohio Electric Railway. This paper 
is published in abstract on page 1231 in this issue. Mr. 
Kasemeier brought to the meeting samples of the different 
forms referred to in his paper. Five of these forms are 
reproduced on pages 1232 and 1233 of this issue. 

In order that the members may be in better position to 
act on the reports of committees in future, it was decided 
to have the chairmen of the various committees furnish 
members with a copy of their reports ten days in advance 
of the meetings. 

_ELECTION OF OFFICERS 

As this was the annual meeting, the election of officers 
and directors for the ensuing year was next taken up and ~ 
resulted as follows: 

President, E. L. Kasemeier, Aatiter Ohio Electric Rail- 
way, Springfield, Ohio. 

First vice-president, L. T. Hixson, auditor Terre Haute, 
Indianapolis & Eastern Traction Company, Indianapolis. 

Second vice-president, J. G. McKee, auditor Chicago, 
South Bend. & Northern Indiana Railway, South Bend, 
Ind. 

Secretary, F. T. Loftus, auditor Indianapolis & Cincin- 
nati Traction Company, Rushville, Ind. 

Directors, F. Pantel, auditor Chicago, Lake Shore & 
South Bend Railway Company, Michigan City, Ind.; C. 
B. Kleinhans, auditor Toledo & Indiana Traction Com- 
pany, Toledo, Ohio; J.B. Hooper, auditor freight accounts 
Detroit United Railway, Detroit, Mich.; George L. Ford, 
auditor Evansville Railway, Evansville, Ind., and E. D.. 
Gault, auditor Mahoning & Shenango Railway & Light 
Company, Youngstown, Ohio. 

FINAL BUSINESS 

The last order of business was the selection of place and 
time of the next meeting. The association voted to hold the 
next meeting at the same place as the meeting of the Cen- 
tral Electric Railway Association to begin on the fourth 
Thursday in June, 1913... 

Friday evening about ten members visited the office of 
J. G. McKee, general auditor Chicago, South Bend & North- 
ern Indiana Railway, where he explained to them his sys- 
tem of keeping store accounts. Saturday afternoon sey- — 
eral members availed themselves of the opportunity offered 
and took a trip to Chicago over the pices) Lake Shore & r 
South Bend Railway. 

After the Friday: afterhoort session had iciouraeaya 
the members went to see the exhibit of the Dayton . 
Recorder Company, which was in a separate room in chi 
of A. G. Mitten, vice-president and general manager | 7 
company. Mr. Mitten had several of his wee ) 
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THE CLASSIFICATIONS OF ACCOUNTS ..AS 
ADAPTED TO CO-ORDINATE DEPARTMENTS 


BY WILLIAM H, FORSE, JR., SECRETARY-TREASURER UNION 
TRACTION COMPANY OF INDIANA AND PAST-PRESIDENT 
AMERICAN ELECTRIC RAILWAY ACCOUNTANTS’ 
ASSOCIATION 


——___ 


The preparation of this paper is the result of inquiry 
upon the part of electric railway accountants, members of 
this association, regarding the proper treatment of electric 
lighting and power accounts of electric railway companies. 
Therefore the treatment of the broad subject mentioned 
in the title will be confined to a consideration of the prob- 
lems that are met by the accountants of electric railways, 
chiefly interurban companies, engaged in furnishing elec- 
tric current as well as transportation facilities to the peo- 
ple of the Middle West. 

The classifications of accounts in general use are the 
ones formulated and adopted by the American Electric 
Railway Accountants’ Association and the Interstate Com- 
merce Commission, whose representatives met in joint con- 
ference. They comprise sets of revenue accounts, con- 
struction (road and equipment) accounts and operating 
expense accounts. 

The revenue group of accounts contains one account to 
include all receipts from the sale of power, whether for 
lighting, heating or other purposes. This account may be 
subdivided in any manner desired. The Interstate Com- 
merce Commission has made a ruling that any carrier (elec- 
tric railway) may subdivide any primary accounts, such 
as Revenue Account No. 18—‘Power,” provided that a 
list of such subdivisions of accounts be first filed with the 
commission, subject to its approval or disapproval. This 
requirement applies to all companies that are under the 
jurisdiction of the Interstate Commerce Commission, and 
such companies are instructed to combine the sub-accounts 
into one account (entitled Revenue Account No. 18— 
“Power”) when making annual or other reports to the 
commission. The commission has also ruled (see Inter- 
state Commerce Commission “Classification of Operating 
Revenues, 1908,” first issue, page 7) that a carrier is at 
liberty to keep any temporary or experimental accounts the 
purpose of which is to develop the efficiency of operation, 
and in the case of these accounts no mention is made of 
any necessity for filing lists of such sub-accounts with the 
commission, although they shall be open to inspection by 
the commission, 

The text of the revenue account “Power” provides that 

“Sf the company conducts a general lighting and power 
business as well as a railway business the receipts from 
such lighting and power business should not be credited 
to this account but to a separate account. The expenses 
of conducting such lighting and power business should be 
excluded from the operating expenses of the railway, 
through the means of the several accounts entitled ‘Other 
Operations—Cr.’” 
- This statement is subject to varying interpretations. It 
is somewhat difficult to determine what is meant by a “gen- 
eral” lighting and power business. There are no set rules 
or definitions governing the text, and each company must 
decide for itself whether or not it is engaged in a general 
lighting and power business. The company may engage 
in many varieties of business and may furnish current 
for street lighting, lighting of public buildings, operating 
motors in industrial plants and lighting stores and resi- 
dences, yet the entire revenue derived from this source may 
be a very small percentage of the company’s total business. 
How shall the question be decided? 

The easiest way is sometimes the best way. Let the 
electric railway decide for itself whether or not the mag- 
_ nitude of its business requires separate formal accounts for 
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its ligating and power business. If memorandum accounts 
are not sufficient for the information of its stockholders, 
directors and officers, it may ordinarily be assumed that 
the company is engaged in a general lighting and power 
business, and the accountant will be governed accordingly. 

After it has been decided that the company is actually 
engaged in a “general” lighting and power business the 
accountant faces the problem of classifying in a satisfac- 
tory manner the revenues and disbursements entailed by 
the lighting and power department. The revenue account 
is comparatively simple. The following classification of 
receipts is generally’ used by electric light companies, hav- 
ing been formally adopted and promulgated by the National 
Electric Light Association: 

(1) Commercial lighting. 

Commercial power. 

Municipal street lighting—arc. 
Municipal street lighting—incandescent. 
Municipal building lighting. 

(6) Sales to other public service corporations. 

The total lighting and power revenue will be excluded 
from the railway’s power revenue account as required by 
the text of Account No. 18. A separate set of accounts 
will be opened and the net earnings of the light department 
will be included in the income account of the company 
as “other miscellaneous income” (see Interstate Commerce 
Commission Case No. 71). This will not be found al- 
together satisfactory to the type of companies that are 
members of this association, and many accountants will 
hesitate to use anything but temporary or memorandum 
accounts for their lighting and power business. Personally, 
I see no real benefit to be derived from other than the 
memorandum plan of accounting, except to segregate 
strictly railway income accounts for the purpose of making 
large group comparisons. There is necessarily so much 
estimating to be done under such a plan of accounting that 
the results will be likely to lead to wrong conclusions. If 
the railway had separate officers and employees and used 
certain portions of its equipment exclusively for furnish- 
ing light and power to other consumers, the accounts could 
be kept separately with accuracy, but this condition is not 
often met. 

The accounts entitled “Other Operations—Cr.” and 
“Other Operations—Dr.” are not always clearly under- 
stood. There are four each of these accounts in the clas- 
sification of operating expenses of electric railways. A 
debit and a credit account is included in each of the gen- 
eral groups entitled “Way and Structures,” “Equipment,” 
“Conducting Transportation” and ‘General and Miscel- 
laneous.” The accounts are not to be used except when a 
company conducts a light and power department, heating 
department, parks or other business on a large scale. Very 
few members of this association will find their use neces- 
sary. If the company does conduct a “general” lighting 
and power business, the department would be styled an 
“outside operation” or “other operation” in the meaning of 
the classification. 

For the purpose of illustrating this point more clearly we 
will assume that the fictitious Middle West Traction Com- 
pany derives 60 per cent of its $1,000,000 annual revenue 
from the operation of its railway and 40 per cent from its 
lighting and power department. Its operating expenses are 
$600,000 annually, and the accountant estimates that the 
lighting and power department is responsible for $200,000 
of this expense. The total annual expense for maintaining 
way and structures of the company is estimated to be $150,- 
000, which includes poles, overhead construction and mis- 
cellaneous electric line expenses, as well as purely railway 
property such as ballast, ties and rails. The “Other Oper- 
ations—Cr.” account, No. 28, is credited with $50,000, the 
estimated annual expense incurred on account of the light 
and power department in maintaining all items embraced 
in the way and structures group of accounts. This $50,000 
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reduces the $150,000 to $100,000, which is the amount to be 
shown in the railway company’s annual report as total 
cost of maintaining way and structures for the year. The 
$50,000 and other items of the same character foot up the 
total light and power expense of $200,000, which is de- 
ducted from total annual revenue of $400,000, leaving net 
light and power revenue of $200,000. This is shown as 
“other miscellaneous income” (see Case No. 71, previously 
mentioned) in the railway company’s statement. 

The railway company’s annual report would then appear 
as shown in the accompanying table: | 


Annua. Report or MIppLE West TrRaAcTION COMPANY. 
Year ended Dec. 31, 1910. 
Total operating revenue (railway) ..--.eeeeee eee reece ee eeee $600,000 
Operating expenses: 
Ai ok aa sees Speen wai etrietns pletote eas $150,000 
Less credit to Account No. 28, ‘Other 
Operations—-Cr.”” gh ach os poe eine ee eee 50,000 $100,000 


Batipinent © as ose ae eta ene Ses e ewer seaeee $110,000 
Less credit to Account No. 44, “Other 
Operations—Cr.”  ....---cceeeerewrees 50,000 60,000 


READ Caran ta ess daa seins Bee AOD OO eels 5,000 

Conducting transportation .......-.....-- $185,000 

Less credit to Account No. 59, ‘‘Other a 
Operatons—C tay) ie alav are aie pla eisioie seine ota 50,000 135,000 


General and. miscelianeause nts t- uscesGs os $150,000 
Less credit to Account No. 81, “Other 
Operations—Cri” 2). Sook caisigueies= wieraieiern> 50,000 100,000 


Total opérating eXPeEMSES ..2..... cece er cerns sseccenscses 400,000 


Wet. operating” TeVentie, << sc. < neces <a vinnie Avlesieis bese» ole $200,000 
Bond interest “and: taxes 0.2% sass ccise'cs wn Sede oe nee wivle we 5 eisia 180,000 


$20,000 
Other miscellaneous income: 
Eight and pOwér: reveniiess. «0. « <aae~ = + a eieniee se © $400,000 
Teghtvand, power “Expensesi coc. ate cess sc eleris es 200,000 200,000 


Wo iteis SERINE ad co etre eek eta oe Be aoa wo terre le suotere ays $220,000 


CLASSIFICATION OF EXPENSES 

There are several different methods of classifying the 
operating expenses of a light and power business. The In- 
terstate Commerce Commission has promulgated a classifi- 
cation of operating expenses of light and power depart- 
ments of steam railways but has not taken similar action in 
the case of electric railways. 

When a steam railway has a light and power business 
of sufficient magnitude to be styled an “outside operation” 
it is instructed by the commission to classify the expense 
under the following general heads: Maintenance of build- 
ings and structures, maintenance of manufacturing plant, 
commercial expenses, production expenses, general ex- 
penses, other operations—Cr. 

The National Electric Light Association classification of 
operating expenses has eight groups, as follows: Produc- 
tion, transmission, storage battery, distribution, utilization, 
commercial expense, new business, general expense. This 
classification as adopted in 1908 and 1909 contains fifty- 
seven primary accounts. 

The fundamental difference between the classifications 
of the Interstate Commerce Commission and of the Na- 
tional Electric Light Association is the method of grouping 
maintenance costs. This will be better understood by ref- 
erence to the various primary accounts of the two classi- 
fications. 

It is extremely difficu't to estimate what proportion of 
a railway company’s expense is properly chargeable to a 
light and power department. 

The Interstate Commerce Commission has this to say 
(see “Classification of Revenues and Expenses for Outside 
Operations of Steam Roads,” first issue, 1908): “The rule 
which should govern in determining what items of ex- 
pense should be charged to outside operations is that the 
rail expense accounts should show the full and true cost 
of conducting transportation by rail, even though such dis- 
position results in an incomplete or partial statement of the 
cost of conducting the outside operation. No charge should 
be made to outside operations if the effect of such charge 
would be to relieve the rail operation of an expense that 
a 
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would be charged against it if no outside service were 
operated. The pay of officers exercising jurisdiction over 
outside operations and the expenses of their offices, the pay 
of employees and other general expenses are chargeable to 
the outside operation only so far as they are occasioned by 
it and are in addition to the expense of the rail operation.” 

In view of the difficulty involved in making an accurate 
statement of the net revenue of a light and power depart- 
ment it is not likely that the plan described in this paper 
will be very generally adopted. Electric railway companies 
keep memorandum accounts and statistics for various pur- 
poses, but this is no reason why the general accounts 
should be disturbed. 

The American Electric Railway Accountants’ Associa- 
tion has discussed from time to time the problems of elec- 
tric railway and lighting accounting. Members who possess 
bound copies of the proceedings of 1900, 1905 and 1908 will 
find them useful for reference in this connection. The 
National Electric Light Association publishes classifications 
of accounts and reports of convention proceedings in book 
form for the use of its members. The accountant who de- 
sires to keep abreast of the times will take advantage of 
every opportunity thus afforded to add to his store of 

\ 


information. 


THE EXPERIENCE OF A NEW AUDITOR 


BY J. N. TABB, TREASURER PARKERSBURG, MARIETTA & INTER- 
URBAN RAILWAY 


Prior to entering the office of the Parkersburg, Marietta 
& Inter-Urban Railway as auditor, I spent several years in 
a national bank. The extent of the change, with practi- 
cally no notice, from discounts and interests to revenues, 
operating expenses and construction charges, as prescribed 
by the Interstate Commerce Commission, is more easily 
imagined than described. I spent most of the first three 
months studying the commission’s classification. Our man- 
agement then changed. I was elected treasurer and had to 
make myself and everyone else believe that I knew the 
classification by heart. Now I am free to admit that 1 
don’t know what some of it means. 

Our freight business had gradually grown to be quite 
important, and about the time I entered the office as auditor 
it was decided to install a freight system. The system 
adopted was “prescribed” by a certain accountant and was 
all right, except that I had to spend about two weeks of 
each month to get the agents’ accounts to balance. We then 
worked up a system of our own that will probably seem 
crude to the representatives of inter-line roads with an old 
established freight business, but it fits us just right. I shall 
try to describe it as well as one or two other systems used ~ 
on our line. 


EE ———<——_— ws 


. q i 


FREIGHT 

Standard bills of lading are used, and waybills are made 
on Hamilton Autographic Register Company’s quadruple 
machines, similar to the ones in general use. One copy of — 
the waybill goes to the consignor if the shipment is prepaid — 
or to the consignee if collect. The forwarding agent keeps 
one copy and forwards one for the receiving agent’s file 
and the other to the office of the general freight agent, with — 
one copy of the daily report. This daily report is made in 
duplicate, using carbon paper, and has the following heac 
ings: “W. B. No.,” “Forward to,” “Received from," 


paid,” “Received Collect,” “Charged,” “Und 
Received” and “Tonnage.” : 
Agents enter each waybill forwarded and ea 
show whether prepaid or collect, and if prepaic 
received collect, whether it was paid in_ 
held undelivered, and also the tonnage of 
footings are carried forward each day 
until the last of the month, w only | 
“undelivered” columns are 


. wl 


elivered, 


have been charged or held undelivered when paid are en- 
tered separately, and the total is deducted from those col- 
umns and entered under “cash received.” Reports are 
checked against each other and balanced daily in the gen- 
eral freight agent’s office. This takes about two hours’ work 
but saves a great deal of trouble. Bills charged or unde- 
livered are checked when paid, and at the end of the month 
the agents furnish an itemized statement of each waybill 
not paid at that time. The bills on this monthly statement 
are checked on the daily reports so as to show that fact, 
and when paid are checked on the monthly statement only. 
The footings of the “forwarded prepaid” and the “received 
collect” columns, plus the footings of the “charged” and 
“undelivered” columns at first of month (or total of month- 
ly report), should equal the sum of the footings of the 
“charged,” “undelivered” and “cash” columns. The entire 
cash collected is remitted daily, each agent being supplied 
with a fund for change. Cash is forwarded direct to the 
cashier, the agent using for this purpose a triplicate form 
of receipt, one copy to be kept on file and two sent with the 
remittance. The cashier signs both copies received and 
returns one to the agent. The other is sent to the treas- 
urer’s office with the bank deposit books. The cashier also 
sends to the general freight agent a daily statement show- 
ing remittance from each agent. This must check with the 
agent’s daily report. 

In addition to the freight systems described above, we 
recently installed a package business on our through pas- 

_ senger cars. As this is a strictly cash business and all ship- 
ments must be prepaid, we use a simple receipt made in 
duplicate by the conductor, one for the shipper and one to 
be turned in with collections. 

OHMER FARE REGISTER REPORTS 

About a year ago we put the Ohmer fare registers on 
our interurban passenger cars. For several months we 
tried to enter reports from these registers on the daily re- 
ports used with the old-style registers, but we found this 
plan to be unsatisfacory. After adopting a report similar 
to the sample furnished by the Ohmer Fare Register Com- 
pany everything went smoothly for several months. Our 
interurban line runs from Parkersburg, W. Va., up the 
Ohio River, 12 miles to Williamstown, W. Va., where it 
crosses the Ohio River to Marietta, Ohio, and then 23 miles 
up the Muskingum River to Beverly, Ohio. 

Previous to June 1, 1912, Marietta was the turning point. 
Cars running in one state did not run in the other. About 
June 1 cars were run through from Parkersburg to Beverly. 
As it is necessary to keep the earnings of the two divisions 
as well as the bridge connecting them separate, this caused 
extra work. The reports from the registers must be gone 
over very carefully from station to station and the divi- 
sions separated and carried to the daily reports. On April 
I, 1912, we started the Ohmer Fare Register Company’s 
“merit system.” In my report to the conductors I show 
their names in two columns, one assorted according to 
grade, the other according to number of passengers carried. 
I also show the fifteen conductors who carried the largest 
number of passengers in three groups, arranged according 

. to grade. 


TICKETS 
We have on sale six kinds of tickets as follows: 
Two-and-one-half-cent tickets, good for an hour in the 
morning and an hour in the evening in the city of Marietta. 
| The South Side ticket in book form, good on two particu- 
lar lines for an hour in the morning and an hour in the 
evening. Thisticket is arranged with coupon so that a ride 
on both lines costs 5 cents. 
Four-cent and 4%-cent tickets, good on the ry lines of 
both Parkersburg and Marietta. 
Five-cent tickets sold in book form, fifty to a eosk! and 
used on the interurban lines. 
7 The division up the Muskingum River is subdivided into 
y six zones, and 734-cent tickets, good for a ride over one and 


Stated | 
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one-half zones, are used there. These tickets are in book 
form, twenty to a book. 

The receipts from ticket sales are deposited to a “ticket 
account” daily, and agents make a monthly report which 
shows the sales of each kind on each day. As the tickets 
are collected and turned in by conductors, a check to cover 
them is drawn on the ticket account and is deposited with 
the collections from that line. This method gives us the 
actual gross passenger earnings of each line, and we also 
know the value of the unused tickets. 


CAR INTERCHANGE RECORDS 


BY E. L. KASEMEIER, AUDITOR OHIO ELECTRIC RAILWAY, SPRING- 
FIELD, OHIO. 


Transportation companies are divided into two classes: 
Per diem roads and non-per diem roads. The first are 
those companies which have been admitted into the per 
diem rules agreement. The second are generally small 
roads which own no cars and usually pay per diem or de- 
murrage to the line that delivers the cars to them. Per 
diem roads are responsible to the owners for the per diem 
charge accruing while a car is in their possession. They 
make: (1) by car accountant, daily, to owners, on postal 
card, a report of cars turned over to other roads; (2) by 
agent, daily, to connecting line, interchange reports at each 
junction, showing cars turned over to that connection; 
and (3) by car accountant, monthly, to owning roads, a 
report showing number of days each car has been in serv- 
ice upon the road making the report. 

Dates are reckoned from midnight to midnight. A car 
is considered delivered by the connecting line when it has 
been placed on the interchange track and the connecting 
line has received billing instructions necessary to enable 
it to move the car. 

The records and forms which may be used to advantage 
by a small road handling few cars are shown and described 
as follows: 

FORMS MADE OUT BY AGENTS 

Form 1.—Daily interchange report of cars turned over 
to connecting line, made by junction agents only. This form 
is made out in quadruplicate, all signed by the agent of 
each company. Two go to the receiving road, one for the 
agent and one for the car accountant, and two are kept by 
the delivering road, one for the agent and one for the car 
accountant. This report is the basis of the per diem pay- 
ments, and care should be taken by junction agents to see 
that it is correctly compiled. This form is reproduced on 
page 1232. 

Form 2.—Daily report to car accountant of cars received. 
forwarded and on hand at station. This form shows al] 
cars received at the station, both from connecting lines and 
by trains from other stations, and all cars turned over to 
connecting lines and taken out by trains for other stations. 
It also shows all cars on hand at the end of the day. It 
is quite valuable as a help in following the movement of 
cars where the conductor’s report has been lost, delayed 
or incomplete. It is also valuable for seeing that proper 
demurrage is collected by agents. 

Form 3.—Junction agent’s car records book. This form 
is not absolutely necessary, because nearly all the informa- 
tion needed by the agent for future use can be got from 
his copies of Forms 1 and 2. But where all or most of the 
cars which are received from the connecting line go back 
to the same line at his junction, it may be conveniently 
used by the agent to see that he has completed the move- 
ment on his reports, as all cars shown and not sent back 
should be on hand near his station. The book is a loose- 
leaf one, a page being allowed for each owning road, a 
line being given to each car, the date being entered when 
the car is received and also, on same line, the date when the 
car is returned. 
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Form 6—Conductor’s Wheel Report 


Form 4.—Per diem reclaim bill. This form is a state- 
ment prepared at the end of each month by the agent, who 
makes a charge of one day for intermediate and one or 
more days for terminal switches for other roads. After 
July 1, 1913, the custom of charging terminal per diem on 
final delivery will be discontinued and switching roads will 
lose this amount of revenue unless they increase the switch- 
ing charge against the consignee. This form is also re- 
produced on the opposite page. 

FORMS MADE OUT BY CONDUCTORS 

Form 5.—Blind siding report. In the handling of car- 
load business it is necessary for each siding located at a 
non-agency point to be in charge of some near-by agent, 
so that he can issue a bill of lading for movements originat- 
ing at such siding, notify the consignee of cars placed 
there for unloading and see that bills are made for any de- 
murrage which may accrue to the carrier. In order that 
the agent may keep in touch with the movements of cars 
to and from such siding, when it is several miles from 
station, a report is made on Form No. 5 by the freigh: 


The Ohio Electric Railway Company 
PER DIEM REPORT. 


sooth of 


~aaPer Diem Days (a 256... 
-oonPer Diem Days @ 306 ... 
Por Diom Days @ 35c.... 


Total Per Diem and Reclaims.... 


Springfield, Ohio,... .. ....... 


Form 8—Monthly Per Diem Report to Owning Roads 


conductor to the agent each time any cars are handled at 
such blind siding. 

Form 6—Conductor’s wheel report. This report goes to 
the car accountant’s office and is used to keep track of the 
movement of cars, the information being posted in record 
movement book, which will be referred to hereafter. This 
form also is reproduced in the group of forms. 

FORMS MADE OUT BY CAR ACCOUNTANT. 

Form 7.—Postal card notice to owners of cars turned 
over to connecting line. This postal card notice is sent 
out daily to each owning road when any of its cars have 
been turned over to a connecting line and enables the 
owning road to trace the receiving road for any unreported 
movement or per diem charge. 

Form 8—Monthly per diem report to owning roads. This 
statement, made up from information taken from the rec- 
ord book, Form 9, shows car number, days handled and 
amount due each owner, and is the basis of settlement by 
draft for balances each month. This form is reproduced 

on this page. 

Form 9.—Record book of car movements. This book is 
kept in the office of the car accountant, and the loose-leaf 
form for this book will be very convenient. A page is 
given up to each owning road, and as cars are received 
from connecting lines and shown on the interchange re- 
port, Form 1, they are entered in this book. Also, all 
movements shown by conductor’s wheel report, Form 6, 
and again delivery to connecting line from interchange re- 
port, Form 1, are shown on the same line. The upper 
part of a sample page of this record book is reproduced 
on page of forms herewith. 

In order to reduce the amount of writing required to 
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keep the record of dates and names in this book, it is de- 
sirable to adopt a system of numerical and alphabetical 
signs and to use different colored inks for recording the 
data. I will endeavor to explain the system which we 
follow. 

Each siding or station on the system is designated by a 
number, such as: 1 for Cumminsville, 2 for College Hill, 
3 for Grosbeck, 4 for Mount Healthy, 127 for Lima, 128 
for Continental, etc. 

Each physical connection with other roads is designated 
by a letter, such as: A for Cumminsville, C,, H. & D. R. R.; 
B for Lindenwald, C., H. & D. R. R.; K for Lima, Erie 
R. R.; N for Continental, T., St. L. & W. R. R., etc. 

a. dash is made after the record of each empty car 

All cars shown on the record book at the end of the 
month are transferred at the beginning of the next month, 
to a new sheet for the current month. These transfer cars 
are entered in green ink. 

Cars are posted from the interchange report, Form 1, to 
the record book, in which the proper letter in the date 
column is shown. Purple ink is used for posting those 
cars received from connections and. red ink for posting 
those delivered to connections. ; 

Movements of cars over the line are posted from the 
conductors’ wheel reports to the record book in black ink 
or pencil, the destination number only being shown. 

An illustration of this method of recording is given on the 
sample Form 9, which represents a record of the cars of 
the Southern Railway for March, 1912, handled as follows: 

No. 18176—March 1, on hand loaded at College Hill; 
March 2, carried empty to Cumminsville and turned over 
to the C., H. & D., two days per diem paid. 

No. 19199—March 2, received from the B. & O. at De- 
flance empty; taken empty to Continental; March 3, car- 
ried loaded to Kalida; March 5, carried empty to Conti- 
nental and turned over empty to the T., St. L. & W.; five 
days per diem paid. 

No. 16415—March 4, received loaded from C., H. & D. 
at Cumminsville and carried to Mount Healthy; March 7, 
carried empty to Cumminsville; March 8, turned over empty 
to C., H & D; four days per diem paid. 

No. 28776—March 31, received loaded from Erie at Lima; 
on hand at end of month; no per diem due or paid. 

The columns on Form 9 headed “per diem,” showing the 
month and road, are used to enter the road’s name if the 
per diem charge is paid to any other than the owning road. 
This is especially necessary where cars at some portions 
of the road are paid direct to owners and at other portions 
are paid to direct connection. 

The column headed “reclaims” is used for entering pay- 
ments to other roads covering the intermediate or termi- 
nal switching reclaims, such entries being made in black 
ink. The amounts received from other roads are entered 
in red ink. This column can also be used to post up in red 
ink all collections made by agents for demurrage. 

As will be seen at a glance, all records are kept by 
months and all records of movements, payments, collections, 
etc., for that month are kept on one line opposite such car 
number. 


The increase in interest in internal expansion engines 
for production of power calls attention to the fact that 
there are two kinds of mineral oil or petroleum of which 
one has a paraffine base while the other has an asphaltum 
base. Either may be used as a fuel in its crude state, but 
both are largely distilled in order to obtain the lighter oils 
such as gasoline, benzine, kerosene, etc. The residue from 
such distillation is called fuel oil. Oil tar, also used as 
a liquid fuel, is a by-product of the water gas system used 
in numerous gas works, Coal tar is a by-product of the 
coke ovens. When either of these two tars is heated suf- 
ficiently to reduce its viscosity it proves to be a most sat- 
isfactory fuel. 
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New Type of Joint in Baltimore | 


The Fishplates Are First Riveted and the Base Is Then Welded—The Cost of Installation Is $6.69 per Joint » 


[Vor. xi No. 24. 


The United Railways & Electric Company, of Baltimore, 
has recently installed a number of riveted joints with ther- 
mit welded base, as shown in the accompanying illustrations. 
During the past season the company has installed about 


1000 of these joints at a cost for labor and material of © 


$6.69 each. 

The joint is somewhat similar to the Clark joint, which 
has been extensively used in Cleveland for a number of 
years, the principal differences being in the design of the 


The rivets used are I in. in diameter and 434 in. long 
and have cone heads. They are driven in position by the 
customary hand-riveting outfit, the holes in the plates and 
rails being first reamed out in the field with the Duntley 
electric drill just prior to the riveting operation. The rivet- 
ing crew consists of four men, and it requires thirty minutes 
to rivet one joint. After the plates are riveted the thermit 
base is poured. The thermit crew consists of four men, and 
fifteen minutes is the time necessary to make a weld. 


‘ 


Riveted-Welded Joint—Side Elevation and Cross- Section 


fishplates and in the method of making the thermit weld. 
The fishplates are of a special design, 1 in. in thickness and 
32 in. long, and so formed as to fit snugly the contour of 


Riveted-Welded Joint—Side Views and Section Showing Weld- 


the head and base of the rail and at the same time provide 
a minimum amount of space between the web of the rail 
and the vertical side of the fishplates. The channel bars 
and rails are of the same high carbon steel, and both are 
punched at the mill with ten 1 1/16-in. holes spaced 3 in. 
centers and beginning 2 in. from the end of the rail. 

The joint has been applied thus far exclusively to 7-in. 
girder groove rail, weighing 103 lb. per yard, the sections 
used being either Pennsylvania Steel Company’s section 287 
or Lorain Steel Company’s section 103/426. These 7-in. 
girder sections are undercut by the manufacturers 1/16 in. 
So as to provide a space of \% in. at the base when rail ends 
are abutted. This procedure more effectually enables the 
thermit to make a monolithic mass of the rail and fishplates 
at the joint. 


Rail %Undercut 


Section A B 
Electric Ry. Journal 


Special mold boxes are employed for the thermit welding, 
one for the inside and another for the outside of the rail, — 
suitably fastened together by means of a clamp after they 
have been put in position. The mold for the thermit base 
is made of regular foundry molding sand. 

After the rails and plates have been brought to the proper 
welding temperature by means of the pre-heater designed ~ 
by the Goldschmidt — 
Thermit Company, the 
weld is poured from a 
converter supplied — for 
this purpose by the same 
company. The finished 
weld, after being proper- 
ly cleaned of slag, 
weighs about 8 Ib. 

An itemized statement 
of the cost per joint, 
$6.69, is given in the ac- 
companying table. 

The object of the ther- 
mit base is twofold: first, 
that of insuring a mono- 
lithic mass as above ex- 
plained, and, second, that 
of providing for a proper 
electrical return. 

é It will be noted from 
the illustrations of the track in position that the United 
Railways of Baltimore uses wood filler in the web of 
the rail, having found this, from extended experienc 
to be much more satisfactory than mortar. It will als 


Taste SuHowine Cost or INSTALLING Jornt | 


Plates, for 7-in. girder rails, P. S. Co. 287 or L. S. Co. 426 
per pair, at $38.10) per fone aye eel te Pie ie 
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Riveted-Welded Joint—Preheater, Converter and Core Boxes 


Riveted-Welded Joint—Core Box for Inner Side of Rail and Converter in Position 


be seen that Universal screw spikes are used in con- After the joints have been completed the Gherky re- 
p ! Pp y 
junction with the flat tie plates. This spike is manu-  ciprocating rail grinder is run over the surface of the rail 
factured by the American Iron & Steel Compay, of Leba- at these points, so as to reduce to a minimum any variation 
in the height of the rails at the joints and make a smooth 
running surface. 
This method of laying joints was developed by J. M. 


Riveted-Welded Joint—Welding Outfit Ccmpleted Joint Showing Screw Spikes 


non, Pa., and the spike-driven and wood-boring machinery Hood, Jr., consulting engineer United Railways & Electric 
by the Chicago Pneumatic Tool Company. Company of Baltimore. 
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An Account of the Street Railway Branches of the Y. M. C. A. at Nashville and Memphis, with Opinions of Their 
Work by the Managements 


BY S. W. M’GILL. 


Street railway branches of the Young Men’s Christian 
Association are now maintained at Memphis, Nashville, 
Chattanooga, Birmingham, Richmond and Rochester. In a 
few other cities special work is carried on either under the 
supervision of the Y. M. C. A. or along similar lines. This 
is quite different from the situation on the steam railways. 
There the Railroad Y. M. C. A. has branches on nearly all 
lines, and in a great many cities and junction points it owns 
club houses where the men can find recreation and reading 
rooms and other comforts among congenial surroundings. 
The statement is sometimes made that branches of this kind 
are much more necessary in steam railroad service on 
account of the longer lines and the distances which the 
men have to travel from their homes. An analysis of the 
situation will show, however, that this conclusion, while 
correct perhaps as regards distance, is not true as regards 
the-time spent away from the home or the periods of wait. 


Y. M. C. A.—Midnight Meeting at Nashville 


The electric railway employee, as a rule, has as long hours 
as the steam railroad employee and during waiting time for 
his runs welcomes the accommodations which the Y. WC AY 
can afford. In addition, there may be a large portion of the 
men who have no permanent home and who welcome the 
comforts and amusements which the Y. M. C. A. building 
supplies. 

In Nashville the Y. M. C..A. was organized Jan. 1, 1908, 
and seven rooms were set apart for it in a location most 
convenient to the motormen and conductors. These rooms 
were fitted up with restaurant and lunch room, reading 
room, game room, pool and billiard tables, bathrooms, lava- 
tory, offices, educational class rooms, a small room for social 
and religious meetings, barber shop, etc. Everything was 
made attractive and inviting. The company furnished the 
rooms rent free, together with light, heat, water and janitor 
service. 

The men are asked to pay an annual membership fee of 
$3, which entitles them to all privileges of the association. 
Baths are furnished at all hours of the day or night, with 
hot and cold water, towels and soap, and lockers for 
clothing, lunch boxes, etc. Within a short time the majority 
of the men in the service of the company became members 
of the association. After four and a half years the com- 
pany is more than pleased with its investment. 


H. A. Davis, superintendent of the railway department of 
the Nashville Railway & Light Company, recently said: 
“The Nashville Railway & Light Company branch of the 
Y. M. C. A. was organized Jan. 1, 1908. During the follow- 
ing four years the increase in number of passengers carried 
by the company over the preceding years has been 4.7 per 
cent. The decrease in accidents of all kinds in the year 
1908 over 1907 was 761, in spite of the largely increased 
travel—only one accident to each 25,212 passengers carried. 
The following figures will show the number of passengers 
carried to each accident, each year, up to Oct. 31, 1912: 


- 25,212 


ae) 


“The management of the company’ attributes this decrease 
to the helpful influence of the street railway Y. M. C. A. 
upon its employees. In detefmining the value of the 


Y. M. C. A. to the company in dollars and cents, the super- 
intendent and claim agent went over the records pertaining 1 
to accidents, covering a period of five years. In this way { 
the average cost to the company was compiled. We found 
on this basis that the Y. M. C. A. had effected an actual : 
saving to the company of more than $21,000 the first year. ¥ 
The membership in the street railway branch in Nashville a 
is about 510.’ 

The engraving on this page shows a midnight meeting 
of the Nashville branch. William J. Bryan, who was one 
of the speakers at this meeting, is at the center of the first 
row on the right. At the left is Senator Lea, and Governor. 
Hooper is second from Mr. Bryan’s left. 

The general superintendent of the Memphis ‘Street Rail- 
way Company states that his company would not be without 
the helpful influence of the Y. M. C. A. if it cost the coe = 
pany three times its present cost. 

The association has offered to the management of the oe 
company the best possible means of showing practical 
interest in the welfare of the employees, providing helpful 
attractions and the best of influence. Socials, lecture 
entertainments, Christmas trees and other special celeb 
tions have been arranged at the various branches from 
to time for the motormen and conductors, = 

While the influence and the work of the stree a 
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Y. M. C. A. at Nashville has been largely beneficial to the 
stockholders of the company, the association has been even 
better for the employees of the company. The physical 
benefits which have come to them through the work of the 
association in providing wholesome food and the advantage 
of the baths, available at all hours of the day or night, have 
made it possible for the men to keep themselves in better 
physical condition for their exacting duties. 

The social life of the men has been much improved by 


Y. M. C. A.—Class at Memphis 


the lectures, entertainments and opportunities for social 
conversation through a game of checkers or chess, billiards 
or pool. The intellectual advancement of the men has been 
cared for in connection with the educational classes which 
are being conducted in practical branches of interest and 
help to men engaged in street railway service. The moral 
and religious interest of the men has been cared for by the 
religious meetings and Bible classes, which are open to all, 
but of course no pressure of any kind is used to bring the 
men to these meetings. 

One company has been so pleased with the work of the 
association that it has permitted several motormen and con- 


Y. M. C. A.—Class at Chattanooga 


ductors to represent the street railway branch at Y. M. C. A. 
conventions. In another case, that at Memphis, the associa- 
tion has conducted a Sunday school for the children of the 
employees of the company. It has also conducted a class 
for “first aid to the injured,” which is proving of practical 
value in equipping the men for emergencies. 
EFFECT ON THE PUBLIC 

The street railway is one of the most important, if not 
_ the most important public utility in the modern city. The 
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public is more dependent on the street railway company for 
everything that goes to make up the welfare of the com- 
munity than on any other public utility. It has been con- 
stantly remarked in several cities where the street railway 
Y. M. C. A, is at work that, while it has been good for the 
company and better for the employees, it has been best for 
the public. Never before in the history of some of the 
communities has there been such a cordial feeling on the 
part of the public and the employees of the company as 
since the operation of the street railway branch of the 
Y. M. C. A. It is more and more getting to be the custom 
in a number of these cities for passengers and conductors to 
greet each other cordially. The habit of saying “Good 
morning” or “Good evening” is getting to be almost 
universal, and the old idea has passed that the aim of life 
of the motormen and conductors was to be uncivil and run 
past the place where the passengers desired to get off. 

That which has already been accomplished in the few 
cities where this work has been undertaken only indicates 
the possibility of the street railway branch of the Y. M.C. A. 
among hundreds of thousands of street railway employees 
in the cities of North America. 


CAR-CLEANING METHODS IN DENVER 


The methods followed by the Denver City Tramway 
Company in keeping its cars in a sanitary and presentable 
condition are outlined in a recent issue of the Tramway 
Bulletin, which states that the use of compressed air has 
been discontinued in favor of a system of often-repeated 
sweeping and washing. 

Denver cars are each supplied with an ordinary corn- 
straw, four-sewed house broom, weighing 24 lb. to the 
dozen. As opportunity offers, conductors do some sweep- 
ing out of cars at the end of the line, during the time of 
service, and each conductor is supplied with a Canton- 
flannel wiping cloth (12 in. x 24 in. in size) and does some 
dusting. Every day each car, whether out on a long or a 
short run, is swept out by the conductor before it is put 
back in the carhouse. In addition to this daily sweeping, 
one cleaner at each carhouse does nothing but sweep out 
cars, after having lightly sprinkled them. He sweeps an 
average of forty-five cars per night of ten hours. On the 
basis of the average maximum cars operated daily, 278, a 
car is well swept every one and a half days. 

In addition to this, the cars are dry-cleaned with cheese- 
cloth, Canton-flannel or white waste saturated with a polish- 
ing oil similar to Imperial car cleaner, the men going over 
the exterior and interior of the car, collecting the dust and 
dirt and giving the surface a fairly well-polished appear- 
ance. This includes all of the interior down to the mop- 
board and all of the exterior of the car. The mopboard is 
cleaned by the use of a cleaning soap, similar to Buckeye 
oil soap, which is diluted in water. Each cleaner has a 
pail of diluted soap or suds and uses it frequently on other 
parts of the car besides the mopboard, but if used on a 
varnished surface it is immediately washed off and fol- 
lowed by the oiled polisher. On the basis of maximum cars 
operated every car is cleaned once in 2.6 days. 

No water whatever is used in the car-cleaning work ex- 
“cept from the pails mentioned, by means of a wet rag, and 
after storms, when mud is washed from the outside of cars . 
by a hose. For cleaning glass the method has been to use 
dry whiting. With the exception of cars which may be 
shopped for repairs and out of service, all cars are disin- 
fected daily with “formalin.” This is used in a small tin 
spray gun, and the operator goes over the entire car floor 
under and around the seats. 

During the time of working cars through the paint shop, 
which is on a basis of every eleven months, after the car is 
stripped of all sash and trimmings the interior and exterior 
are thoroughly scrubbed with a strong solution of the old- 
fashioned soft soap. 
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The report of the Interstate Commerce Commission for 
the year ended June 30, 1912, was made public Dec. 16 and 
contains a number of references to electric railway com- 
panies. In the early part of the report considerable space 
is given to a discussion of the legal relation between the 
commission and the Commerce Court as defined by recent 
decisions of the Supreme Court. 

LEGAL RELATION BETWEEN COMMISSION AND COMMERCE COURT 

In this connection the report quotes extensively from the 
Procter & Gamble case. This case involved the demurrage 
rules of the carriers which provided that demurrage should 
accrue upon a car owned by private individuals until un- 
loaded, even though the car might be standing upon the 
tracks of its owner. Procter & Gamble, who were the own- 
ers of many tank cars, brought complaint before the com- 
mission alleging that this rule was unjust and unlawful in 
that it imposed demurrage upon a private car after it had 
been returned to the possession of its owners. The com- 
mission sustained the rule, holding that it was just and 
reasonable and necessary to prevent undue discrimination 
under the act to regulate commerce, and dismissed the 
complaint. 

Thereupon Procter & Gamble filed a petition in the 
Commerce Court asking that the order of the commission 
dismissing the complaint be set aside and that the demurrage 
rule be held unlawful and its operation enjoined. The 
Commerce Court assumed jurisdiction, but held upon con- 
sideration that the conclusion reached by the commission 
had been correct and that therefore its order dismissing 
the complaint should be sustained. Upon this finding the 
petition of the Procter & Gamble Company was dismissed 
by the Commerce Court, and from this decree an appeal 
was taken to the Supreme Court of the United States. 

The ruling of the Supreme Court was upon the question 
whether the Commerce Court had authority to review a 
negative order of the commission. The court examined at 
length the act of June 18, 1910, which created the Com- 
merce Court, and concluded that the jurisdiction of the 
court was confined to restraining the operation of the orders 
of the commission and that it possessed no affirmative 
authority to enforce the administrative provisions of that 
act. Its decision also seemed to be that the administrative 
judgment of the commission, as expressed by its orders, 
cannot be reviewed by the courts, in so far as they are 
within its delegated authority, not confiscatory and not 
palpably arbitrary and unreasonable. 

The same position was taken by the court in Hooker et al. 
vs. Knapp et al.; Eagle White Lead Company et al. vs. 
Interstate Commerce Commission et al., 225eU. tS. 302) 
where the commission had prescribed rates from Cincinnati 
to Chattanooga which certain shippers held were unreason- 

ably high. 
PHYSICAL CONNECTIONS WITH ELECTRIC LINES 

The report of the commission also devotes considerable 
attention to the case of the Columbus Traction Company, 
whose application for physical connection and the establish- 
ment of through routes and joint rates with the Baltimore 
& Ohio Southwestern Railroad was granted by the com- 
mission. The Commerce Court enjoined the order of the 
commission and that decision was sustained by the Supreme 
Court in a decision rendered Nov. 11, 1912, in the case of 
United States et al. vs. Baltimore & Ohio Southwestern 
Railroad Company et al. (Decided Nov. 11, 1912.) 

The facts of: the case as described in the report are 


if 


briefly that the Columbus Traction Company operates a line 
of electric railway carrying both freight and passengers 
entirely within the State of Ohio, running from Norwood, 
near Cincinnati, to Hillsboro. The Baltimore & Ohio South- 
western Railroad and the Norfolk & Western Railway each 
operate main lines of railroad running from Cincinnati, of 
which Norwood is a suburb, to Hillsboro. The lines of 
both these steam roads and of the electric roads are in 
close proximity at Norwood. The lines of the steam rail- 
road diverge as they run eastwardly but again converge at 
Hillsboro, while the line of the electric railway bisects the 
area embraced between the two steam roads. Some stations 
upon the electric line are distant from Io to 12 miles from 
stations upon either of the steam roads. 

Under the interstate commerce law the commission has 
jurisdiction to order, under certain circumstances, a con- 
nection between a main line railroad and a “lateral, branch 
line,’ and the question before the Supreme Court was 
whether the Columbus Traction Company was such a line. 
The court held that it was not in the following language: 
“The words ‘lateral, branch line’ do not refer to what the 
applicant may become or be made by order of the commis- 
sion but to what it already is when it applies. The power 
of the commission does not extend to ordering a connection 
wherever it sees fit, but is limited to a certain and somewhat 
narrow class of lines. The most obvious examples of such 
lines are those that are dependent upon and incident to the 
main line—feeders, such as may be built from mines or 
forests to bring coal, ore or lumber to the main line for ship- 
ment. We agree with the Commerce Court that the-trac- 
tion company is not within this class. It is an independent 
venture, in its general course parallel to, more or less 
competing with, the steam roads and working on a different 
plan. Presumably and so far as appears it was built and 
would have been run without regard to the existence of the 
steam roads. The cases cited on behalf of the appellants 
as to the power of railroad companies to construct branch 
roads under their charter do not apply. There the deter- 
mination of the company fixes the character of the branch; 
it builds the branch from the beginning as incident to the 
purposes of the company. But here, as we have said, this 
determination of the commission that the applicant shall 
be a branch is not enough; the applicant must be a branch 
before it applies. That is the absolute and reasonable con- 
dition. That some shippers would be accommodated by a 
switch connection is not enough.” ; 

In commenting on this decision the Interstate Commerce 
Commission says: “The court said that the part of our 
order establishing through routes and joint rates must fall 
with that portion ordering a physical connection. If it 
should finally be determined that this commission cannot 
establish a through route except where a physical connec- 
tion exists, and that no physical connection can be ordered 
except with lateral, branch lines as defined by the court, the 
effect will be to deprive many communities of access by 
through routes of transportation to the outer markets.” 

CLASSIFICATION OF ACCOUNTS 9 

Referring to the accounts of electric railways, the com- 
mission says: “In the matter of accounts, for electric ra 
ways, additions to the present system in the way of a fo: 
of general balance sheet statement, a form of income a 
profit and loss statement and a classification of reven 
and expenses of auxiliary operations have been und 
sideration, and the work of preparing them will 
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tinued with the expectation of making them effective at the 
beginning of the next fiscal year. The classifications now 
in effect are: classification of operating expenses, classifi- 
‘cation of operating revenues, classification of expenditures 
tor road and equipment.” 

GENERAL EXAMINATION OF ACCOUNTS ; 

The commission states that the work of general examina- 
tion of the accounts of steam railway companies has been 
‘continued during the past year. These examinations have 
included several of the larger railway companies, as well 
-as a number of the smaller companies, in different sections 
of the country. The commission emphasizes the importance 
-of this work as “items reported under the same heading by 
different companies are found when analyzed to vary greatly 
in character. Especially is this true of the important ac- 
‘counts of property and indebtedness commonly known as 
‘capital accounts.’ Formerly, as is well known, the amounts 
reported as ‘cost of road,’ or under some equivalent appella- 
‘tion, in many cases bore little relation to the actual cash 
investments in property.” It also says that instances have 
‘been found of the misstatement of revenue and expense 
accounts to such extent that the apparent results of opera- 
tion were materially affected, an actual deficit or surplus 
‘being reported as the opposite, but that the instances of 
indifference or resistance to accounting regulations are 
exceptional, the general attitude of carriers being one of 
hearty co-operation with the commission. 

DIVISION OF STATISTICS 

It is announced that the forthcoming volume of statistics 
will include data from all reporting carriers having gross 
operating revenues in excess of $1,000,000 for the year. 
The preliminary report shows statements for all companies 
having operating revenues in excess of $10,000,000 for the 
year. 

The accompanying table on accidents is presented. The 
report does not show any comparison of the steam and 
electric roads reporting to the commission on a basis of 
passengers carried, number of passengers or miles of track. 


SumMMary or Casualties To Persons, YEAR ENDED JUNE 30, 1912. 


Steam. ; Electric. 
Killed. Injured. Killed. Injured. 
*Passengers: 
Tatnain: accidents, sxjeccs.. ach. + 139 9,391 if 1,462 
ROERGE ASAUBERE cinyc/tla os setelerc.6 cake 179 6,995 28 1,400 
DIET eS Ca Oho ne 318 16,386 35 2,862 
‘Employees on duty: : 
DG tvastl ACCIOCIIES seers) crtiers © 3 sicisvers 596 7,098 14 144 
In coupling accidents............ 192 3,234 2 18 
Overhead obstructions, etc....... 77 1,523 a 22 
Falling from cats, et@..0.. 02.5... 573 13,874 13 96 
ENGIN CAUSEG Hl ac c.cfom a\sisiers, « ccm 6 anh 1,482 23,391 ee 159 
AVEC LM ON Apr ede ean Lier dette! oro aNe 6 MSE ite 2,920 49,120 46 439 
Total passengers and employees 
ORE eles etd ar fe acini «, cca" 546.9 3,238 65,506 81 3,301 
‘Employees not on duty: 
Raa EATEN RCCICETIGS v2 cry) isi areca ohel te: 6 20 156 es 11 
Dy coupling accidents wo 5 64 ass 5 bes 2 Si 
Overhead obstructions .......... | 12 an 1 
Balling from. cars; efes.... c+ eves 53 312 1 11 
PRM EE MOH URES pc carcinis d sig she ajo 0 aul e 241 477 r< 1 
BIN PRIMEN fetes havea <<a 2's 315 959 ve 24 
“Other persons: 
ot trespassing: : 
ip Grea sae Centers fio... cc a's 13 277 be 7 
EFTEELCRUBOE townie ais 4s 55.66 6 1,185 4,746 118 652 
NCAT iia a NG eae! tain.» »:'es 5,6 1,198 5,023 118 659 
Trespassers: “ai at 
Ts train accidents ...a 23 ves oes 91 151 
SOGOU RUUSER Giaig i sd ess 516.5 + o,0/6 5,343 5,536 100 128 
MAE Ss RIk A ao we + oo de ae 5,434 5,687 100 128 
‘Total accidents involving train opera- rt 
SEE Shs as Sie Koha satis sed 0S a5.5 10,185 ey 300 4,112 
Industrial accidents to emp'oyees not 
involving train operation......... 400 92,363 24 550 
Grand total Bit OO 10,585 169,538 324 4,662 


SAFETY APPLIANCES ON INTERURBAN ROADS 
The report refers to the order in regard to certain safety 
ppliances of April 14, 1910, and says that up to the 
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present time but a small percentage of the total number of 
cars to which the order is applicable have been equipped. 
It also refers to the application of this act to interurban 
electric roads as follows: 

“In the case of United States vs. Spokane & Inland Em- 
pire Railroad, decided Sept. 17, 1912, by the District Court 
for the Eastern District of Washington (not yet reported), 
it was held that the safety-appliance act applied to an 
interurban electric railroad, even though a portion of its 
track was conjointly used by a local street railway system, 
it being assumed that Congress intended to exclude from 
the application of the statute only those cars which are 
used exclusively on street railways. It was also held in 
this case that street cars cannot be lawfully chained to- 
gether and used for the transportation of passengers in 
interstate traffic.” 

INVESTIGATION OF ACCIDENTS 

Through the aid of the Bureau of Standards the commis- 
sion has been investigating the qualities of rails on account 
of the number of accidents due to rail failures. The con- 
clusion was reached that current specifications for the 
manufacture and testing of rails are inadequate and that 
comparatively little engineering information is available per- 
taining to the structural value of the material used and the 
stresses set up in railroad track under modern operating 
conditions. The report adds that there is urgent need of 
accurate information on this point. 

The commission also calls attention to the large number 
of accidents caused by the dereliction of duty by the em- 
ployees involved. It says that there is a disposition in 
some quarters to hold employees wholly responsible for 
such failures, but that this is a superficial view which con- 
tains no promise of effective remedy. Continuing, the re- 
port says, in part: 

“It cannot be assumed that employees deliberately ignore 
disciplinary measures which they know from experience 
are necessary for their own safety as well as for the safety 
of many others who for the time being are placed in their 
charge; nor is it conceivable that rules which have been 
enacted to secure safety in the movement of trains are 
disregarded by employees, knowing that the result may 
mean their own death, except under pressure of some 
compelling motive that for the moment overcomes the 
force of the regulations. From the time a trainman begins 
service he is drilled to regard the sacredness of a train 
order, the importance of a strict observance of signals and 
rules, the great need of caution and the absolute necessity 
of keeping his wits about him and never forgetting a meet- 
ing point nor the slightest detail of an order. The necessi- 
ties of his vocation, the responsibilities connected with it, 
become a part of his life. This training cannot fail to 
develop men of keen and retentive memory—men who 
have a minute regard for detail, and who are likely to pay 
strict attention to orders and signals.” 

The report goes on to say, however, that owing to the 
increase in the speed and weight of trains, the duties and 
responsibilities of train service employees have increased, 
and they have multiplied the chances of error. Neverthe- 
less, the methods of discipline and regulations calculated 
to insure safety in train operation have remained prae- 
tically unchanged. Rules which a few years ago were 
perhaps reasonable and proper remain in force, although 
it is well known that they are no longer consistent with 
the demands of traffic, and it too often happens that these 
obsolescent rules, which place entire responsibility for safety 
upon employees who are already overburdened, are the only 
measures relied upon to avert possible disaster. To prevent 
railroad collisions adequate measures must be taken, first, 
to reduce the chances of human error to a minimum, and, 
second, to neutralize the effects of such error when it 
occurs. 

STANDARDIZATION OF RULES 
The commission believes that there should be legisla- 


[240 


tion requiring the standardization of operating rules and 
the use of the block system and that it is not probable that a 
satisfactory code which will meet the demands of modern 
operating conditions can be secured without appropriate 
action by the federal government. In formulating such 
a code of rules, it says, the prevention of accidents must be 
paramount to all other considerations, and once agreed upon 
and adopted they should be rigidly enforced. This is an 
important fundamental reform that can be put in force with 
inconsiderable financial outlay by the railroads, and if 
undertaken in a spirit of co-operation and helpfulness by 
the railroads and the public and the employees concerned, 
it cannot fail to produce results that will greatly reduce the 
number of these harrowing railroad disasters. 

The commission does not believe that the block system 
will insure immunity from collisions. On the contrary, the 
most serious collisions that have occurred in the country 
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San Francisco Exposition Transportation—Proposed Plans with and without Tunnels — 


were on block signaled roads, but the adoption of the system 
would reduce the chances of human error and greatly in- 
crease the safety of railroad travel. The commission be- 
lieves that in many places the use. of some form of auto- 
matic stop device might properly be regarded as necessary. 
It also condemns the excessive speed of the trains and the 
plan of returning to passengers a portion of the fare 
charged on fast trains whenever schedules are not main- 
tained. 


The quarters of the British Columbia Social Club, an 
organization composed of the office employees of the British 
Columbia Electric Railway, Ltd., at. its head office in Van- 
couver, B. C., were formally opened recently. 
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TRANSPORTATION FACILITIES FOR EXPOSITION AT 
SAN FRANCISCO 


The United Railroads and the Board of Supervisors of 
San Francisco are engaged in effecting plans for improved 
transportation facilities to the Panama-Pacific Exposition 
which will be held in San Francisco from Feb. 20 to Dec. 4, 
1915. - The site of the exposition ‘is at Harbor View, which 
faces the Golden Gate, the entrance to the harbor of San 
Francisco, and is about midway between the present Golden 
Gate Park and the eastern part of the city, which is upon 
the bay. With the present available transportation facilities _ 
only one important line, Polk Street, approaches reasonably 
near the exposition site. The remaining lines which pass 
at all near the site are so restricted in capacity that they 
may almost be neglected as important factors in exposition 
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transportation, or else the walking distance from their 
termini is too great. 

The electric railway system will have to be depended upon 
for the transportation of most of the visitors to the exposi- 
tion. There will probably be a number of boat lines con- ~ 
necting the grounds with the waterfront in San Francisco 
and possibly also with some of the large cities across 
bay, like Oakland and Berkeley. There will also probs 
be one or more motor bus lines from different points in 
city to the grounds. It is expected that the water-b 
traffic to the exposition will not exceed one-third 
whole and that the traffic by motor buses and aut 
will be inconsiderable compared with the total am 


because of the higher fares which will have to_ 
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This would leave approximately two-thirds of the traffic to 
be carried by the electric railway system. The subject of 
proper development of transit facilities to care for this 
traffic has been made the subject of a report just submitted 
to the Board of Supervisors by B. J. Arnold, its consulting 
engineer. 

ATTENDANCE 

Mr. Arnold estimates that the average attendance for the 
288 days during which the exposition will be open will 
approximate 30,000 persons per day, including heavy and 
light days. This average is based upon the ratio between 
attendance and district population which has been arrived 
at from experience with previous expositions held in this 
country. During this period there will be two special days 
in which maximum traffic will presumably be encountered, 
viz., “San Francisco Day” and “Admission Day.” On these 
days it is anticipated that at least 250,000 people will be in 
attendance, of which it is estimated that two-thirds, or 
167,000, will be handled by the street railways and other 
vehicles, one-third, or 83,000 people, being delivered by 
ferry. This is approximately the same amount of traffic 
as is at present handled per day by the trans-bay ferry 
service to and from San Francisco by the two principal 
suburban systems. 

In addition, it is estimated that there will be seven days 
with attendance of 150,000 or over and eleven days of 
100,000 or over. The average attendance for the remaining 
268 days will be about 21,000 per day. 

Excluding the two days of maximum attendance above 
noted, it is estimated that during the heavy week-day 
periods the surface transportation lines will be called upon 
to carry 50,000 passengers an hour. The present fatilities 
are only about 37 per cent of those necessary for the days 
of heaviest traffic, or 60 per cent for days of medium traffic, 
and although sufficient as a total for the 268 days of normal 
traffic, a large proportion of the passengers cannot be de- 
livered where desired—that is, to the exposition proper. 

Mr. Arnold states that the time now available to install 
the necessary extensions is none too long and that it will 
be physically impossible to complete them if the work 
should be much longer delayed. On the other hand, the 
extensions called for will be of value to the city and to its 
transportation system after the close of the exposition be- 
cause they will supply a territory available for residential 
purposes not now well supplied with transportation facili- 
ties. 

HEADWAY AND CARRYING CAPACITY. 

The report points out that only under a relatively slow 
schedule speed can the maximum number of cars be made 
to pass by a given point. This headway, exclusive of 
vehicle traffic obstruction, is about twenty-two seconds, or 
approximately 163 cars per hour. This speed, however, 
would mean one which would be so low as to be impractica- 
ble; hence, it is proper to say that the surface railway 
tracks cannot be utilized to their full capacity if rapid 
‘transit is desired. On the level it is probable that a thirty- 
second headway will be the lowest limit that could be 
maintained if a high average speed is desired, especially 
in view of the probable traffic obstruction. This figure has 
been used in capacity estimates in the report. 

The question of car capacity, the report says, is one purely 
of judgment. Expensive equipment would not be warranted 
for handling occasional maximum loads, and for such traffic 
as the exposition offers a somewhat higher loading per car 
‘might be permissible than for regular urban traffic. The 
- capacity assumed in the report is 127 per cent excess or 
standing load and represents a compromise between normal 
and emergency maximum for the various types of double- 
truck cars. 

- On the cable lines the capacity is further limited by the 
permissible loading of the cable, and a headway much closer 

than two minutes, or thirty cars per hour, probably could 
not be safely figured on, : 
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ALTERNATE PLANS 

The report considers two alternate plans of the electric 
railway extensions, one with tunnels and one without tun- 
nels. The accompanying three maps show the transporta- 
tion facilities as they now exist, the extensions proposed if 
tunnels are used and those if tunnels are not used. Tunnels 
would greatly reduce the maximum grades required by the 
topography of the city. The carrying capacity of the lines, 
either with or without tunnels, would be about 54,300 pas- 
sengers, but fewer new lines would have to be built if 
tunnels were used. 

The fourth map shows the proposed location of tracks 
at the exposition terminal. All of these loop terminals 
may be designed with surface tracks and platforms, but to 
expedite unloading and loading separate car berths should 
be provided with a passenger concourse between. Other- 
wise, the report says, on the days of heavy travel there 
would be serious interference in passenger flow. Prepay- 
ment entrances at these platforms are also recommended 
in the report. 

FRANCHISE REQUIREMENTS 

To carry out any of the improvements mentioned in the 
report it will be necessary for franchises to be granted on 
either a permanent or a revocable basis. Two plans are 
open, according to the report: The first is to build munici- 
pal lines and grant temporary operating rights over them to 
the United Railroads. The second is to issue some form 
of franchise to the United Railroads for those lines which 
the municipality does not care to build. The latter plan 
would involve for the corporation radical changes in its 
operating and financial organization owing to the stringent 
charter provisions which now regulate extensions. This 
condition must be met by the city by special legislation, and 
this question, the report concludes, should be taken up 
immediately, unless the city is willing to assume the entire 
financial burden of the construction of the railway exten- 
sions. 


RECOMMENDATIONS OF OHIO PUBLIC SERVICE 
COMMISSION 


In its annual report to the Governor, the Public Service 
Commission of Ohio recommends that the laws of the State 
be amended in such a manner as to make 2 cents a mile the 
maximum for interurban railway companies, without the 
Io-cent minimum charge. It is suggested that the minimum 
be no more than 5 cents. It was stated that in certain in- 
stances where electric roads have no competition from 
steam lines the rates have been increased to more than 2 
cents a mile and the commission has been powerless to in- 
terfere. In most cases, however, the traction rates are 2 
cents a mile or less. 

The commission also recommends that the law be changed 
so as to permit utility corporations to sell more bonds than 
stock, if this be desirable. It is stated that investors often 
prefer bonds to stocks and that these corporations have, for 
this reason, often been compelled to sell their stock at too 
low a figure. Such a change would remedy the trouble 
to a certain extent. In order to overcome this situation the 
commission admits that it has permitted some of the com- 
panies to overcapitalize, when assured that the proceeds 
of the stock issues would be honestly spent in improve- 
ments and extension. It was better to take such a step to 
improve a bad situation than to allow it to go on without 
hope of improvement, the report stated. 

The commission feels that there should be some way to 
compel witnesses to attend the hearings. Some of the 
companies refuse to pay their men for the time spent in 
attending the hearings and it has been difficult at times to 
have them present. It is suggested that this trouble be 
remedied by legislation. 
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NEGOTIATIONS FOR GENERAL MERGER OF CHICAGO'S 
SURFACE AND ELEVATED LINES AGAIN UNDER WAY 


Following the suggestion of Chairman Block, of the local 
transportation committee of the Chicago City Council, made 
Dec. 12, the sub-committee began negotiations for a general 
merger of the surface and elevated lines in Chicago. 
conferences have been held by the sub-committee and the 
representatives of the railway companies. While these 
meetings were only preliminary with a view to drafting 
basic principles upon which a valuation may be made and 
an ordinance prepared, all parties concerned expressed 
themselves as favorable to a general merger. It now looks 
as if satisfactory terms would be reached and the whole 
proposition submitted to the voters next April. 

To arrive at a satisfactory valuation of the elevated 
lines, Mayor Harrison proposed that the representatives of 
the elevated companies present to the committee a state- 
ment of the actual values placed on the various elevated 
properties when they were merged recently. In addition 
to this a statement was also requested which would show 
the entire bonded indebtedness of the lines. In explanation 
of his suggestion the Mayor stated that he believed the 
sum of these two, the actual value and the bonded indebte 
ness, would be a fair statement of what the lines are actually 
worth to-day. 

In compliance with the request made by Mayor Harrison 
the representatives of the elevated railway company pre- 
sented the figures at a meeting of the sub-committee held 
Dec. 18. These figures show that the outstanding bonds, 
equipment notes, etc., amount to $36,086,623. To this 
amount must be added the total underlying debt, which in- 
cludes the bonds due on the Northwestern Elevated line 
Sept. 1, 1911, the floating debt, the purchase price of stocks 
and an amount set aside for working capital. All totaled 
$44,500,000. ‘To these two must be added the discount on 
securities and the cost of brokerage, totaling $5,500,000, 
making in all $86,086,623. The committee and Mayor ques- 
tioned a few items in the detailed statement of the elevated 
railway company’s finances and, at the suggestion of the 
attorneys for the elevated railway company, decided to 
verify the statement in the books of the company. 

The sub-committee presented the following list of sugges- 
tions to be embodied in the general merger ordinance to 
the representatives of the elevated and surface railway 
companies: 

1. Universal transfers between surface, elevated and sub- 
way lines. 

2. Through routing of all trunk lines and abolition of 
downtown terminals. 

3. Removal of loop structure immediately after subway 
has been provided for elevated lines, said subway to be 
built at once. 

4. The construction of a comprehensive rapid transit sub- 
way system at the direction of the city of Chicago. 

5. Effective city supervision and city control over the 
operation and management of all traction properties. 

6. Absolute control of addition to capital account by city. 

7. A fair valuation of the elevated properties based on 
moneys expended and obligations outstanding. 

8. A fair rate of return on capital invested by the com- 
pany. 

9. The setting aside of a sinking fund for the purpose ot 
amortizing capital account, sufficient in amount to reduce 
said capital account, to the end that these properties shall 
be owned by the city in the shortest possible time, free of 
debt. 

to. City representation on the board of directors in the 
event of the city electing to invest the traction fund in the 
subway to be built together with the consolidated company. 

11. The right of the city to recapture the property at any 
time, allowing a per cent, to be agreed upon, in addition to 
capital account. 
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COMMITTEES OF THE ENGINEERING ASSOCIATION 


President Martin Schreiber, of the American Electric 
Railway Engineering Association, has announced the names. 
of the members who are to serve on the various committees. 
of the association during the year of 1912-13. The follow- 
ing is the list of the appointments to the standing com- 
mittees and also to the joint committees which are to work 
in connection with the Accountants’ and Transportation & 
Traffic associations. The joint committee on train opera- 
tion has not as yet been completely made up, and for that 
reason has been omitted. The appointees from the En- 
gineering Association to this joint committee will be an- 
nounced at a later date. 

COMMITTEE ON STANDARDS 

Paul Winsor, chairman, Boston, Mass.; H. H. Adams, 
New York; J. H. Hanna, Washington, D. C.; J. M. Larned, 
Pittsburgh, Pa.; E. B. Katte, New York; George ie fe Peg- 
ram, New York: | Sie oii deaf Paine; Buffalo, NY ERR 
Hill, New Yorks R. H. Pinkley, Milwaukee, Wiss: Boake 
Wood, Altoona, Pa.; G. W. Palmer, Jr., Boston, Mass.; 
F. R. Phillips, Pittsburgh, Pa., and C. H. Clark, Cleveland, 
Ohio. 

COMMITTEE ON WAY MATTERS 


J. M. Larned, chairman, Pittsburgh, Pa.; C. S. Kimball, 


Washington, D. C.; H. F. Merker, East St. Louis; Likert 
Clark, Cleveland, ‘Ohio; E. H. Berry, Cincinnati, ’ Ohio: 
C. W. Gennett, Jr., Chicago ; R. F. Kelker, Jr., Chicago; 


E. P. Roundey, Syracuse, N. Y., and J. D. Evans, Montreal, 
Gan: 
COMMITTEE ON EQUIPMENT 

F, R. Phillips, chairman, Pittsburgh, Pa.; F. G. Grim- | 
shaw, Camden, N. J.; J. M. Bosenbury, Peoria, Ill.; E. W. 
Holst, Boston, Mass.; E. D. Blair, Montreal, Que., Can.; 
L. M. Clark, Indianapolis, Ind.; J. P. Barnes, Syracuse, 
N. Y.; W. R. McRae, Toronto, Ont., and R. N. Hemming, 
Anderson, Ind. 

COMMITTEE ON BUILDINGS AND STRUCTURES 

R. H. Pinkley, chairman, Milwaukee, Wis.; D. G. Knight, 
Newark, N. J.; W. T. Dougan, New York, N. Y.; H. A. 
Fiske, New York; L. C. Datz, New Orleans, La.; We B. 
Ingham, Newark, N. J.; C. L. Crabbs, Brooklyn, N. Y.; 
George Weston, Chicago, and W. J. Harvie, New York. 

COMMITTEE ON HEAVY ELECTRIC TRACTION 

E. R. Hill, chairman, New York, N. Y.; E. B. Katte, vice- 
chairman, New York; J. H. Davis, Baltimore, Md.; W. S. 
Murray, New Haven, Conn.; Hugh Hazleton, New York, 
and J. M. Bosenbury, Peoria, IIl. 

COMMITTEE ON POWER DISTRIBUTION 

G. W. Palmer, Jr., chairman, Boston, Mass.; A. S. Richey, 
Worcester, Mass.; Charles Rufus Harte, ‘New Haven, 
Conn.; Gaylord Thompson, Springfield, Ohio; C. L. Cadle, 


Rochester, N. Y.; Edward Heydon, Indianapolis, Ind.; 
Ralph H. Rice, Chicago, Ill.; J. Q. Brown, Oakland, Cal., 
and W. E. Salber, Akron, Ohio. i. a 


COMMITTEE ON POWER GENERATION 

B. F. Wood, chairman, Altoona, Pa.; G. H. Kelsay, An- 
derson, Ind.; L. P. Crecelius, Cleveland, Ohio; W. H. 
Sawyer, New York; Norman Read, Denver, Col.; George 
W. Knox, Oklahoma City, Okla.; J. W. Welsh, Pittsburgh, 
Pa.; W. Roberts, Akron, Ohio, and G. C. Hall, New York. 
JOINT COMMITTEE ON ENGINEERING ACCOUNTING 
J. H. Hanna, co-chairman, Washington, D. C.; H. H. © 
Adams, New York: E. O. Ackerman, Columbus, Ohio; John — 
Sibbald, Gloversumig: N. Y., and George Weston, Chicago. 
JOINT COMMITTEE ON LIFE OF RAILWAY PHYSICAL PRO: ve 
Martin Schreiber, co-chairman, Newark, N. J.; R. 

Rifenberick, Detroit, Mich., and Edwin Gruhl, Milwa 
Wis. 


; Cre Moresn, New Haven, 
( io. ; 
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MEETING OF THE COMMITTEE ON POWER 
DISTRIBUTION 


The meeting of the committee on power distribution of 
the American Electric Railway Engineering Association 
was held at the Engineering Societies Building in New 
York City on Dec. 19. At the meeting were present G. W. 
Palmer, Jr., electrical engineer Bay State Street Railway, 
chairman; Edward Haydon, superintendent of overhead 
construction Indianapolis Terminal & Traction Company; 
Charles R. Harte, assistant engineer the Connecticut Com- 
pany; Gaylord Thompson, chief engineer Ohio Electric 
Railway Company; C. L. Cadle, electrical engineer New 
York State Railways; R. H. Rice, electrical engineer board 
of supervising engineers, Chicago; A. S. Richey, professor 
of electric railway engineering, Worcester Polytechnic 
Institute. 

The meeting opened with a general discussion to deter- 
mine which of the technical associations should be con- 
ferred with relative to the different specifications adopted 
by the committee. At the same time consideration was 
given to possible revisions in the specifications, and to other 
matters affecting the work of the different sub-committees 
The subjects considered by the committee were as follows: 
specifications for overhead crossings of trolley contact wires 
over railway tracks, specifications for overhead crossings 
of foreign wires with electric railway wires, concrete lat- 
tice and tubular poles, including settings for iron poles. 
specifications for various sizes and kinds of wires for dis- 
tribution purposes, specifications for hard-drawn round 
trolley wire. : 

Mr. Palmer then called for the report of the sub-com- 
tee on standard line material and construction. Mr. Harte, 
the chairman, answering, reported progress and stated that 
the committee was practically ready to make its complete 
report. It was decided that the sub-committee should 
consider first the matter of design and construction for 600- 
volt installations. the matter of material entering into such 
construction to be taken up only if time permitted. 

The matter of revision of the specifications for overhead 
crossings of electric light and power transmission lines was 
then taken under consideration, together with the matter 
of initiating joint action with other interests in order to 
harmonize the conflicting requirenents which were in- 
volved. 

A letter from W. A. Del Mar was then read stating 
that the Association of Railway Electrical Engineers had 
rejected the standard stranding table adopted by the Ameri- 
can Electric Railway Engineering Association. Mr. Palmer 
advised the committee that this stranding table had been 
originated by the United States Bureau of Standards and 
had been approved by the committee on standards of the 
Institute of Electrical Engineers. Mr. Richey stated that, 
in his investigations of the matter, he had found that manu- 
facturers regularly made each size of cable with several 
different numbers of strands and that the stranding speci- 
fied in the standard tables was included in all cases in the 
manufacturers’ list of standard strandings. After a general 
discussion it was decided that the committee saw no reason 
for receding from the position originally taken by it in the 
matter. 

The same action was taken with regard to Mr. Del Mar’s 
statement that the Association of Railway Electrical Engi- 
neers had taken exception to the definition of the term 
“strand” in the standard cable terminology adopted by the 
American Electric Railway Association. The objection to 
the definition was that it did not differentiate between in- 
sulated and bare wire, and that it was not customary to ap- 
ply the term “strand” to an insulated conductor. The con- 
sensus of opinion of the committee was, however, that the 
definitions as given in the standard terminology should 
stand without revision. 
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RAILWAY BUSINESS MEETING 


The annual meeting of the Railway Business Association 
was held in New York Dec. 19, and was followed by a 
banquet at the Waldorf-Astoria at which the two speakers 
were James J. Hill, Great Northern Railway, and Hon. 
W. L. Mackenzie King, former Canadian Minister of 
Labor. The speakers were introduced by George A. Post, 
president of the association. About 900 were present. 

Mr. Hill discussed the needs of the railroads in an ex- 
tended address. He said that the so-called shortage of 
freight cars was caused largely by the congestion of freight 
yards at terminal points, and one of the greatest needs. of 
the railroads was better terminal facilities. Capital to 
develop these terminal facilities could be obtained only if 
prospective investors were assured of a reasonable return 
on the money so invested. Expenses had increased rapidly 
and taxes at an even more rapid rate, and the taxes paid 
by the railroad companies last year were 25 per cent of the 
amounts paid out in dividends. He said he believed in the 
“regulation but not strangulation” of railroads. 

Mr. King described the Canadian plan for preventing 
industrial strikes, which had proved very successful in 
Canada. It involved “compulsory investigation” but not 
“compulsory arbitration.” This plan has been described in 
the ELecrric Raitway JourNAL. The arbitration board is 
authorized to summon witnesses, and no strike or lockouts 
are allowed during the investigation, but either side is per- 
mitted to reject the conclusions of the board. The under- 
lying principle of the plan is that the public has at least 
the right to know what the dispute is about and to have an 
unbiased opinion upon the merits of the positions of both 
sides. Then public opinion may bring about a settlement. 
Before the passage of this act, some six years ago, street 
railway strikes, for instance, were common, and one oc- 
curred almost every year. Only one street railway strike 
had occurred since the passage of the act, although a num- 
ber of street railway disputes had been referred to the 
board. The one strike, that at Winnipeg, was brief. The 
speaker said that the act had received the approval of: 
capital, labor and the public, and he described its provisions 
in detail. At the business session of the association Mr. 
Post was re-elected president. 


TROLLEY EXPRESS SERVICE BEGUN ON BOSTON & 
WORCESTER 


Electric express service was inaugurated in and out of 
Boston on the Boston & Worcester Street Railway on 
Dec. 18 through a trackage agreement with the Boston 
Elevated Railway. The service includes the Marlboro, 
Hudson, Southboro, Framingham, Natick, Wellesley and 
Newton Highlands districts reached by the Boston & Wor- 
cester lines, and will shortly be extended to the city of 
Worcester and its surroundings, by connection with the 
Worcester Consolidated Street Railway Company’s lines. 
The Boston terminal is located at 536 Harrison Avenue and 
is illustrated in the present issue of this paper. A terminal 
will shortly be completed at Worcester for this service. 
Arrangements have been made with the local express in- 
terests at outlying stations to pick up and deliver freight 
and express matter in the local territory. For the present 
the Boston Elevated Railway is not preparing to carry 
freight on its own cars, but is handling the cars of the 
Boston & Worcester and Bay State companies on its own 
tracks. 


In order to comply with a regulation of the State Board 
of Health vending machines with sanitary drinking cups 
have been installed on all of the trains of the Puget Sound 
Electric Railway and at the Seattle, Tacoma and Kent 
stations. 
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AIR-BRAKE STATUTE DECLARED INVALID IN OHIO 


An example of the evils of hasty and _ ill-considered 
legislation has recently been given in Ohio. On May Io, 
1910, the Legislature of that State passed an act requiring 
all electric cars to be equipped with air brakes of a certain 
type. The brake defined was one which would be capable 
of applying to all the brakeshoes and wheels of an electric 
car a maximum permissible braking pressure and of auto- 
matically reducing such braking pressure as the speed of 
the car decreased. Under the law 50 per cent of all electric 
cars in Ohio had to be so equipped prior to Jan. I, I9II, 
and 75 per cent prior to Jan. 1, 1912. The law provided a 
penalty of $100 for each violation of the act, the penalty 
to be recovered in a suit to be brought by the prosecuting 
attorney of the county where such violation occurred. Mov- 
ing under this act, the prosecuting attorney of Jefferson 
County, Ohio, brought suit recently against the Tri-State 
Railway & Electric Company and the Steubenville & East 
Liverpool Railway & Light Company in the Court of Com- 
mon Pleas, No. 2, of Jefferson County, and an opinion has 
just been handed down by Judge Shotwell. 

The defence was that there was no brake such as the 
Public Service Commission of Ohio would approve and 
that there was no air or electric brake or apparatus capable 
of applying to all the brakeshoes and wheels of cars a 
maximum permissible braking pressure as the speed of the 
car decreased. 

In his opinion Judge Shotwell states that the statute was 
evidently passed with the idea of requiring the equipment 
of cars with a brake patented by A. L. Duwelius. Among 
the witnesses at the trial was Mr. Duwelius. The testimony 
was brought out that a car equipped with his brake was in 
use in Dayton while the bill was under consideration by 
the Legislature. Later, Mr. Duwelius said, he sold his in- 
terest in the patent to a company in Indianapolis, but ac- 
knowledged that the brake was not now being manufactured. 
The factory where the brake had been made was now being 
devoted to repair work in other branches of mechanical 
engineering. For a number of years, he testified, he had 
made no further effort to develop the brake. His testimony 
was taken at great length and was subject to examination, 
cross-examination and re-examination. As a result, the 
court declared that there could be no dispute that such a 
brake was not on the market, that nobody was making it or 
selling it and that no one could buy it. 

Among the witnesses for the defence, Thomas Elliott, 
chief engineer Cincinnati Traction Company, said that he 
had made an examination of the Duwelius brake and con- 
sidered it worthless in an attempt to reach the result 
claimed. R. N. Henning, superintendent of motive power 
Indiana Union Traction Company, another witness, testified 
that he was familiar with the attempt to develop the brake 
and said that it was a failure, that it would not operate, 
could not be made to do so and that no. effort was being 
made to manufacture it. A representative of the sales 
department of the Westinghouse Air Brake Company said 
that there was no brake manufactured which would comply 
with the terms of the law, and he had opposed the passage 
of the law by the Ohio Legislature on this ground. 

Witnesses for the plaintiff consisted of a conductor and 
a motorman on one of the local lines, who said that they 
had seen a brake of the kind in Chester, W. Va., but on 
further examination acknowledged that they knew nothing 
about the technical construction of brakes and did not know 
whether such a brake could be used on the East Liverpool 
lines. The existence of such a brake at Chester was denied 
by witnesses for the defendant. 

Another witness was Mr. Robinson, formerly a member of 
the State Legislature and the one who had introduced the 
bill. He testified that by trade he was a decorative painter 
and that he had no special knowledge of railway operation 
or the construction of brakes. He said that during the 
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session of the Legislature in 1910 he had met Mr. Duwelius 
and had adopted his ideas in regard to the practicability of 
the brake and had eriforced his ideas in the Legislature. 
The court then carefully reviewed the legal situation 
which occurs when a Legislature passes a statute which. 
cannot be enforced and, after quoting various precedents, 
concluded that the law must be considered to be inoperative. 
Hence there was a finding in favor of the defendant. 


MEETING OF THE EXECUTIVE COMMITTEE OF THE 
MANUFACTURERS’ ASSOCIATION 


The annual meeting of the executive committee of the 
American Electric Railway Manufacturers’ Association was 
held in the offices of the association at suite 1002, 165 
Broadway, on Dec. 20, 1912. W. L. Conwell, president; — 
C. S. Hawley, James H. McGraw, Scott H. Blewett, B. A. © 
Hegeman, Jr., C. C. Peirce, Henry C. Ebert, Hentya 
Evans, William H. Heulings, Jr., and E. M. Williams were 
present. " 

Mr. Hawley, vice-president in charge of entertainment, 
made his report covering the entertainment at the Chicago © 
convention. In the absence of A. H. Sisson, vice-president 
in charge of finance, H. G. McConnaughy, secretary of the 
association, read a report for him covering the registration 
at the Chicago convention. Mr. McConnaughy also read 
the report of E. H. Baker, vice-president in charge of 
exhibits, who was unable to attend the meeting on account 
of illness. 

Major Evans, chairman of the dinner committee, stated 
that arrangements had been made for the mid-winter dinner 
of the association, which will be held at the Hotel Astor 
on Jan. 31, 1913. 

A vote of thanks was extended by the committee to H. L. 
Monroe, of the General Electric Company of Chicago, who 
was chairman of the finance committee at the Chicago con- 
vention. Before adjourning, President Conwell gave an 
outline of the general condition of the association as well 
as of the work accomplished during the past year. 

A vote of thanks was then extended by the committee to 
President Conwell for the able manner in which he had 
conducted the affairs of the association, and it was voted 
that the association should by a suitable resolution, show its 
appreciation of the work of the retiring president, a copy 
of the resolution to be incorporated in the records of the 
association and another copy to be sent to Mr. Conwell. 

A vote of thanks was also extended to the secretary, } 
McConnaughy, for his able work during the year and for 
the manner in which the affairs of the association had been 
managed by him, as well as for the taste displayed in the 
refurnishing and decorating of the association offices. . 

After the adjournment of the retiring committee the 
newly elected committee met with Mr. Blewett as tem- 
porary chairman. Upon the refusal of Mr. Peirce to accept 
the nomination for the office of president of the association, 
Mr. Hegeman, who had intended to place his name before 
the committee, nominated instead W. H. Heulings, Jr., 
for the office. Mr. Heulings was unanimously elected — 
president for the ensuing year. 

_ H. C. Evans was then elected as vice-president in charge 

of entertainment; Scott H. Blewett as vice-president in 
charge of finance, Edward H. Baker as vice-president in 
charge of exhibits, and James H. McGraw as vice-president 
in charge of relations with the parent association. H. G. 
McConnaughy was re-elected as secretary-treasurer of the 
association and director of exhibits for the ensuing year. — 


The thirty-sixth annual report of the Department of 
lic Works, city of Chicago, just published, contain 
text of the report and accompanying diagrams and_ 
trations of the electrolysis survey of the city of 
made during 1911 by Ray Palmer, consulting eng 
charge. ‘| ae 
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A NOVEL HIGHWAY CROSSING SIGNAL 


During the past year there have been installed on high- 
way crossings of several steam railroads in the vicinity of 
Denver, Col., automatic protective signals of a type which 
is radically different from anything yet devised for the 
purpose and seems likely to furnish a satisfactory answer 
to most of the questions included in the difficult problem 
of crossing protection. 

The designer has broken away from traditional means 
for signaling the approach of a train, such as the track 
circuit or mechanical contact, and instead has developed 
a so-called “oscillator,’ or vibrating contactor, attached to 
the under side of the rail and designed to close a control 
circuit to the crossing signal bell whenever vibrations in 
the rail are set up by a passing train. One advantage 
claimed for this arrangement is that when a train comes 
to a stop within the protected zone the oscillator cannot 


DECEMBER 21, 1912.) ELECTRIC RAILWAY JOURNAL 1245 


pany, Denver, Col., installed no. less. than eighteen -oscil- 
lators for a single bell. 

The interior of the bell is shown in one of the accom- 
panying illustrations. As will be seen, it contains a make- 
and-break contact of an especially rugged type. The heavy 
armature used gives a comparatively slow period of vibra- 
tion, which can be regulated as desired by a set screw. 
Energy is obtained from. a primary battery of about 400 
amp-hr. capacity, about 15 volts being sufficient to operate 
the usuaf installations. Such a battery is reported to last at 
least twelve months without renewals, except at unusually 
busy crossings, the current required to operate the bell 
being 0.6 amp. 

The bell is kept ringing during the interval between the 
time that the train passes over the oscillator and the time 
when it reaches the crossing by means of a magnetic timer 
consisting of a ratchet wheel revolved by means of a mag- 
netically operated pawl and retent, connected in series with 


Novel Crossing Signal—Bell Mechanism and Interior—Interior View of Oscillator 


operate, since there is nothing to vibrate the rail; hence 
a stationary train near the crossing does not produce con- 
tinuous ringing of the bell, with the inferential indication 
of danger which in time causes a total disregard of the bell 
as a warning. The instant a train standing over an oscil- 
lator starts to move, however, and becomes a _ potential 
source of danger the oscillator is vibrated enough to start 
the bell ringing. 

The general principle of installation is to attach several 
oscillators, which are of simple and inexpensive construc- 
tion, to the rail on each side of the crossing for protection 

‘in two directions, or on one side only with double-track 
roads not requiring protection against reverse movements. 
The oscillators are spaced at intervals varying from 250 
ft. to 750 ft., depending upon the speed and length of 
trains, and all of them are connected in multiple to the bell. 

The oscillator, as shown, consists of a spring arm held 
at one end and carrying at the other end a magnetic coil 
in series with the line circuit connecting the oscillator and 
the signal mechanism at the crossing. Normally this con- 
tact is broken, but the movement or swing of the arm by 
vibration causes it to close the circuit momentarily at its 
outer end and thus start the operation of the bell through 
the timing mechanism to be described later. The oscillator 
mechanism is inclosed in a heavy cast-iron casing, and on 

account of its simplicity the possibility of derangement is 
practically eliminated. 

Any number of oscillators can be connected to one cross- 

ing signal. In fact, in one case, where a crossing had to 
be protected against a number of switching tracks, the 

_ manufacturers, the Protective Signal Manufacturing Com- 


the bell circuit. This is usually set to operate for thirty, 
seconds after the oscillator has closed the line circuit. A 
magnetic cut-out is also furnished when it is desired with 
single-track crossings to prevent the bell from ringing be- 
cause of the passage of receding trains over the oscillators 
set on the side of the crossing opposite to that from which 
the train approached. The cut-out is similar in general 
design to the magnetic timer, but has high-resistance coils, 
the bell being made to short-stroke while the cut-out is in 
operation. The completion of one revolution of the ratchet 
wheel on the cut-out mechanically disconnects it from the 
battery and places the latter in series with the line circuit, 
where it is again ready to operate the timer and bell as 
soon as the line circuit is again closed through one of the 
oscillators. 


The Engineer of London recently reported that an in- 
vestigation made by the German Official Testing Bureau for 
Materials announced the following results of tests to deter- 
mine the effect of rapid melting upon the strength and 
reliability of bearing metals: Alloys of copper, antimony 
and tin were not appreciably affected by the rate of melting, 
but the rate of cooling was an important factor. Quick 
cooling yielded a finer grain and a greater hardness and 
strength, and as a result it was recommended that white 
metals should not be heated to high temperatures and should 
be cooled rapidly. Bronze, containing a very small tin 
content and therefore comparatively inexpensive, might be 
made to have the hardness and strength materially increased 
by being rapidly cooled from a temperature of approxi- 
mately 1440 deg. Fahr. 
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REVERSING ELECTRIC MOTOR DRIVE FOR PLANERS 
AND SIMILAR SHOP MACHINERY 


The idea of applying reversing motors direct-connected 
for driving planers has been in practice for some eight 
or ten years, though it was more or less of an experiment 
up to a year or soago. Recently the General Electric Com- 
pany has placed on the market a reversing adjustable-speed 
direct-connected motor drive that has been carefully tested 
and tried out in service. The most interesting application 
of this drive to machine tools at the present time is to 
planers, but the application of the reversing motor equip- 
ment in its various forms is almost unlimited, and it is now 
used also for screw, worm and rack-driven slotters, turret 
lathes, wire-drawing and tube-drawing machinery and other 
classes of machines reversed through clutches or shifting 
belts. A desirable feature of the drive is that it may be at- 
tached readily, wherever electric power is available, to 
machines already installed, as well as to new machinery. 

The control consists of a contactor panel and a master 
switch. The contactor panel is usually mounted on the side 


Reversing Motor Drive Applied to Planer 


of the planer housing. It is made up of eight contactors, 
similar in appearance to a series contactor but actuated by 
shunt, series’ or differential coils protected by mechanical 
interlocks to prevent the possibility of short-circuits. The 
panel, field rheostats and all accessories are inclosed in a 
cast-iron box, the cover of which is hinged, so that when 
swung open the contactors are easily accessible. The field 
rheostat handles are brought out through the cover of 
the case and are plainly marked “Cut” and “Return.” ‘The 
pointers of these handles traverse a blank ring, which can 
be marked or graduated for cutting and return speeds in 
feet per minute. 

The master switch is generally mounted on the side of 
the planer bed, or in some other convenient place. The 
switch is simplicity itself, containing only four contact 
fingers, two forward and two reverse, one being used in 
common for both directions and three segments on the 
drum, all of liberal proportions. Its sole function is to 
close the shunt coil circuits of the forward and return line 
contactors. The motor ficid is entirely external to the 
master switch. The latter is operated by dogs on the planer 
table in much the same way <> is now employed for shift- 


ing belts. A special double-po!= circuit breaker is also 
supplied, which provides for minimum yoltage and over- 
load protection. In case the breaker opens or current fails 
through any cause, it automatically stops the motor, pre- 


venting the platen from coasting off the ways 
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By virtue of the commutating-pole design of the motor, 
starting, stopping and reversing are accomplished with 
sparkless commutation. In order not to brake dynamically 
from high speed in one violent step, means have been taken 
to accomplish this in three distinct steps, braking down 
slowly from high speeds and then quickening the brake ac- 
tion at lower speeds. A noteworthy point in connection 
with the operation of this drive is that the planer table re- 
verses extremely close to a line at the end of the cut. Cut- 
ting and return speeds are entirely independent of each 
other, so that it is possible to use the slowest cutting speed 
and the highest return speed, or vice versa, in any com- 
bination not exceeding four to one, with thirty-five to sev- 
enty cutting speeds and the same number of return speeds, 
depending on the size of the equipment 

Briefly summarized, the salient operating features claimed 
by the manufacturer for the reversing adjustable-speed di- 
rect-connected motor drive are: maximum cutting speed 
sustained uniformly, affording greatly increased production ; 
rapid acceleration on the return stroke; reverse close to a 
line at the end of the cut; economical operation and upkeep; 
any speed desired within a ratio of four to one; many 
speed combinations, allowing the slowest cutting and highest 
return speed to be combined; freedom from shocks; permit- 
ting the quickest reversals possible without jar; quiet opera- 
tion; sparkless commutation and positive and safe control] 
within easy reach of the operator. 


TEST RUN OF AUTOMOTRICE 


To demonstrate the operation of the Drake gasoline elec- 
tric car under actual service conditions, a test run was made 
recently with one of the Drake Railway Automotrice Com- 
pany’s standard equipments from St. Louis to Chicago. A 
description of one of these cars was published in the ELEc- 
tTRIC RatLway JourNnaAL for Nov. 16, 1912, on page 1035. 
The run from St. Louis was made by way of the Chicago & 
Eastern Illinois Railroad at an average speed of 30 m.p.h. 
Although the car was just out of the shop, the efficiency of 
the motor was demonstrated in that only 2% gal. per mile 
of gasoline was used. A party of steam road officials met 
the car at Momence, IIl., 50 miles south of Chicago, and ac- 
companied it into the La Salle Street station. Arrange- 
ments have been made with practically all the.steam roads 
entering Chicago for demonstrations and test runs of this 
car. 

The new Drake gasoline-electric cars which were re- 
cently purchased by the Missouri, Oklahoma & Gulf Rail- 
road for use between Joplin, Mo., and Denison, Tex., have 
been giving very satisfactory service, according to reports 
from the railroad company. During the month of Novem- 
ber, 1912, one of these cars operating under a schedule re- 
quiring 23 m.p.h., including stops, made a total mileage of 
2872. The average consumption of gasoline on this mileage 
was 3 gal. per mile, and the gross earnings for the month 
on the single car were $1,205. The Drake Railway Auto- 


motrice Company contemplates increasing the power equip- 


ment capacity so that higher speeds may be maintained and 
a trail car added if desired. After the demonstrations have 
been completed at Chicago the car will be taken to Kansas 
City, Mo., where similar tests will be made. 


Tenders are invited for a concession for the construction — 


and working for 50 years of an electric tramway between 
Alajuela and Grecia, Costa Rica, with a branch line to San 
Pedro de Poas, a total length of 1634 miles. The estimated 
cost of constructing the tramway is placed at $500,000. 
The estimated cost of a hydroelectric power plant on the 


Poas River for operating the system is $300,000. All ma- _ 
terial required for the undertaking will be imported free of — 


the Direccion General de Obras Publicas, San Jos 
25 colons. a 
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News of Electric Railways 


Chicago Transportation Committee 
Routes 


Approves Subway 


The local transportation committee of the Chicago City 
_ Council on Dec. 12, 1912, approved the routes recommended 
by the Harbor & Subway Commission in its report to the 
committee. This action is only tentative ‘with a view of 
putting the matter before the corporation counsel so that 
an ordinance can be prepared and submitted for approval. 
The resolution which has been passed will include a clause 
recommending that the ordinance provide for referring the 
question to the people for a general vote in the spring. A 
number of changes will probably be made in the ordinance 
and extensions provided to certain routes before it is finally 
placed before the City Council. 

In again referring to the proposed merger of surface lines 
Alderman Block advised the committee that there were con- 
ditions arising from time to time which made it desirable 
to bring the elevated lines into the unification ordinance. 
In view of this he recommended that a general merger of 
the surface and elevated lines be considered, as it is under- 
stood that the management of the elevated railways is 
prepared to consider a proposition from the city. A sub- 
committee will be appointed to begin negotiations with 
B. I. Budd and report to the general committee at its next 
meeting. 

It will be remembered that negotiations to a similar end 
were broken off last summer. Both the city and elevated 
railways had employed experts to value the property and 
detailed reports were made to the local transportation com- 
mittee. A difference of something like $40,000,000 was 
found in the two valuations, the greatest difference being in 
the figures covering real estate. After considerable discus- 
sion and a number of attempts to reconcile the returns of 
the two real estate experts it was decided that the differ- 
ence could not be adjusted. Both the elevated railway man- 
agement and the local transportation committee agreed to 
select a new valuation commission with a personnel dif- 
ferent from the first one. This was to consist of three 
members, one representing the railways, one representing 
the city and a third selected by these two. The elevated 
railways selected William J. Wilgus, New York, and the 
local transportation committee selected James J. Reynolds, 
of the Chicago Harbor & Subway Commission. As Mr. 
Reynolds had served on the previous valuation commission 
representing the city, the elevated railways declined to 
accept him. The city refused to appoint another member, 
and since that’ time nothing has been done relative to the 
general merger. 


Decisions in Cases Brought in Seattle and Portland to 
Prevent Limiting Car Capacity 


Judge R. B. Albertson of the Supreme Court of Wash- 
ington has made permanent the injunction secured by the 
Seattle Electric Company to restrain the City Council from 
enforcing the provisions of the ordinance which it passed 
recently to limit the carrying capacity of cars and to com- 
pel more frequent service. The court holds that the right 
to prescribe and regulate street railway service is now 
vested with the Public Service Commission of Washington 

- and that any complaint on the part of the city in regard to 
the character of such service should be carried to the 
commission. The decision follows, in part: 

“The question presented in this action involves the valid- 
ity of ordinance No. 28,208 of the city of Seattle, relative 
to the operation of street cars within the city limits. The 
general aim of the ordinance is to prevent the overcrowd- 
ing of the cars and to compel a more frequent service. The 
city asserts the right to limit the number of passengers 
per car and to enforce such a running schedule as _ will 
minimize the congestion of the traffic. 

“The charter of the city of Seattle, adopted under legis- 
lative sanction, devolves upon the City Council the specific 
right ‘to regulate the moving and operation of railroad and 
street railroad trains, cars and locomotives within the cor- 
porate limits of the city.’ The power of-a city clothed with 


ime £ 
veal ie, 


such a charter to enact an ordinance of the character 
before the court was broadly upheld by our Supreme Court 
as late as January, 1911, in the case of Tacoma vs. Bou- 
telle, 61 Washington, 434. 

“Tt is frankly conceded by counsel for the plaintiff that 
the ordinance should be upheld, if it is not reasonable, un: 
less the municipal power of regulation thereby asserted was 
revoked by the Public Service Commission act, approved 
March 17, 1911. The ordinance was enacted after this law 
went into effect. 

“The question of paramount authority under the statute, 
in case of a conflict between the city and the commission, 
was recently adjudicated by the Supreme Court in the 
case of Webster vs. Superior Court of King County, 67 
Washington, 37, in which it was held that the commission 
is thereby vested with plenary power even to advance the 
maximum rates chargeable by a telephone company under 
a franchise contract accepted by it before the enactment 
of the commission law. It was a fact of that case that a 
rule in conflict with the franchise ordinance had been actu- 
ally promulgated by the commission. 

“There is no evidence in the case at bar that it has as 
yet undertaken to prescribe any rules for the operation of 
street railways. It is the contention of the city that until 
such affirmative action on the part of the commission the 
former jurisdiction of the city remains undisturbed. 

“The duty of this court is limited to a construction of the 
law, with the sole view of gathering from it the intent of 
the legislative body. It was expressly held in the Webster 
telephone case, supra, that this statute is a ‘general law’ 
that supersedes any ordinance or charter provision of any 
city which may conflict therewith. 

“The power to investigate and correct abuses of the 
transportation service is devolved in direct terms upon the 
commission. It is expressly provided that on the hearing 
of a complaint it may determine the proper regulations, 
facilities or service to be employed, and fix the same by an 
order of rule. 

“The Legislature has provided a tribunal with ample 
power to act in the premises. It must be presumed in law 
that it will grant appropriate relief in every meritorious 
case. It is recognized by the Legislature as the tribunal 
best adapted for the performance of the duties devolved 
upon it, or else the City Council would not have been sub- 
ordinated to the rulings of that body. 

“The very fact that the statute provides that the munici- 
pality itself may set in motion the powers of the commis- 
sion signifies a jurisdiction in that tribunal that is not only 
original but exclusive.. If the City Council had the right to 
act for itself, there would be no need of any permission to 
seek relief elsewhere. 

“The aim of the law is the administration of justice. It 
would be manifestly unjust to require of any public servant 
an idle expenditure of time and money. Yet the enforce- 
ment of the ordinance in question might result in heavy 
loss to the defendant, as the natural consequence of a coun- 
termand by the commission of the municipal order. The 
court is forced to conclude that the attempted exercise of 
a concurrent jurisdiction would lead to inevitable con- 
fusion. The temporary injunction against the enforcement 
of the ordinance should be made permanent: Let a decree 
be entered acordingly.” 

In a similar case in Portland, Ore., Judge Robert S. Bean 
of the United States District Court, in a verbal decision, 
declared in effect that the “straphangers ordinance,” passed 
by the City Council of Portland, is null and void. Judge 
Bean based his decision briefly on the ground that the ordi- 
nance is confiscatory and.,discriminatory. The ordinance 
was intended to require the Portland Railway, Light & 
Power Company to accept a fare of 3 cents from any pas- 
senger riding on its cars but unable to get a seat. It was 
passed by the City Council and was signed by Mayor Rush- 
light on Aug. 20. On Sept. 19 Judge Bean granted a tem- 
porary injunction, returnable, on Sept. 26, preventing the 
enforcement of the ordinance. Counsel for the company 
maintained that the proposed 3-cent fare regulation violated 
the company’s contract with the city, in which a 5-cent fare 
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is specified, and that the measure was impracticable and 
discriminatory. Judge Bean held that the ordinance as 
consttucted is faulty, and that were it enforced the Port- 
land Railway, Light & Power Company would stand to lose 
its property and‘its franchise. The court held that the pro- 
vision of the ordinance fixing a seat at 2 ft. for a person 
is entirely too indefinite, no- specification being made‘ as to 
linear feet or square feet. ‘ 


Progress in Milwaukee 


In reviewing the progress of the railway department of 
The Milwaukée Electric: Railway & Light Company, Mil- 
waukee, Wis., before the. members of the Westminster 
Civic'Club in’ that city recently, C. N. Duffy, vice-president 
of the company, said: 

“Street railway problems can be more satisfactorily 
solved; by the’ public and the company, if such problems 
be approached in an open-minded, unprejudiced, best-for-all 
manner. The Milwaukee Electric Railway & Light Com- 
pany stands ready and willing, is able and believes it owes a 
duty, to provide citizens of Milwaukee with adequate street 
railway transportation within such limitations as may be 
imposed by rates of fare and track facilities available. 

“In 1912 the number of passengers carried, estimating the 
number carried for December, was as follows: Revenue 
passengers, 96,000,000; transfer passengers, 36,000,000. The 
company carried in 1912 approximately 350,000 passengers 
a day, equivalent to almost the entire population of Mil- 
waukee. In order to accommodate the traffic during rush 
hours, which do not extend beyond three hours of the 
twenty-four and in which: approximately 40 per cent of 
the total passengers carried must be transported, the com- 
pany is obliged more than to double the regular number 
of cars operated. It is difficult to maintain an adequate 
extra force to the satisfaction of the employees, the public 
and the company. 

“The saving per annum to the population of Milwaukee 
in 1912 by reason of the 4-cent fare as compared with the 
5-cent fare would amount to about $960,000, and the esti- 
mated value of time saved effected by electric railway oper- 
ation as compared with horse railway operation, would ap- 
proximate $780,000, or a total for both of nearly $1,750,000. 

“The company’s policy has been to anticipate its need 
for cars and to add to equipment consistent with demands 
of traffic. This is demonstrated by the increases in its car 
equipment in five-year periods since 1897 as follows: Cars 
in 1897, 201; cars in 1902, 256; cars in 1907, 420; cars in 1912, 
487. The number in 1912 will be increased to 517 as soon 
as the thirty cars contracted for are received and put into 
commission. 

“The track mileage Setthad within the limits of Mil- 
waukee, expressed in miles of single track, has increased 
from 115 miles in 1897 to approximately 143 miles in 1912. 
This will be further increased to approximately 149 miles 
with the completion of the Twenty-seventh Street line.” 


Contract for Emergency Power 


The United Traction Company, Albany, N. Y., has filed 
with the Public Service Commission of the Second District 
of New York copy of a contract made with the Adirondack 
Electric Power Corporation and the Delaware & Hudson 
Company, following an order of the commission dated 
Nov. 27, 1912, requiring the United Traction Company to 
arrange for a supply of power sufficient to operate its entire 
system in case of failure of the power supply of the Adi- 
rondack Electric Power Corporation. On several occasions 
during the last year the operations of the patrons of the 
Adirondack Electric Power Corporation have been inter- 
rupted because of the inability of the power corporation 
to deliver power to them. Inasmuch as the Delaware & 
Hudson Company was willing to enter into a contract to 
furnish power to meet the needs of the Adirondack Electric 
Power Corporation and as the power corporation and the 
United Traction Company were willing to enter into such 
a contract, the Delaware & Hudson © 
to deliver all its available power to t! 
on not more than twenty minutes’ notic: 

James F. Hamilton, acting general manager of the United 
Traction Company, advised the commission that the power 


will arrange 
power corporation 
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interruption on Dec. 8 was caused by a short-circuit on the 
Adirondack Electric Power Corporation’s high-tension line 
at 6:14 p. m. The Delaware & Hudson Company’s plant 
was immediately communicated with by means of a distress 
whistle located at that plant. At 6:26 p. m. the United 
Traction Company was notified by the operator of the 
Delaware & Hudson Company’s plant that it had sufficient 
power to operate the United Traction Company’s cars and 
the plant was immediately phased in. At 6:29 p. m. all 
lines in Troy were in operation and at 6:32% p. m: all lines: 
in Albany were in operation. Cars were operated by the 
power generated by the Delaware & Hudson Company 
until the Adirondack Electric Power Corporation’s lines 
were all clear. 
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Mr. Whitridge Criticises the Commission Again 


Frederick W. Whitridge, president of the Third Avenue 
Railway, New York, N. Y., has written a letter to the Pub- 
lic Service Commission of the First District of New York 
in which he takes exception to statements made in the 
recent order and opinion of the commission rescinding its 
order of February, 1912, requiring the company to provide 
an amortization fund. The opinion and order to which 
Mr. Whitridge refers were published in part in the ELec- 
TRIC RAILWAY JoURNAL of Dec. 14, 1912, page 1209. Mr. 
Whitridge says in part in his letter: 

“T have your order in Case 1181, entitled ‘Order changing 

order filed Feb. 3, 1912, as to amortization and depreciation 
funds.” The position of this company in respect to the 
order of Feb. 3, 1912, and the whole of it, is fully set forth 
in the letter of the company to the commission dated Feb. 
6, and my personal letter to the members of the commis- 
sion dated Feb. 7, 1912, and the order now served upon us 
is not therefore accepted and will not be obeyed, unless 
you choose to accept the practice of this company, settled 
before you made any order in the premises, as a compliance 
therewith. 

“T venture, however, to congratulate the commission upon 
having waked to the fact that authority to prescribe a uni- 
form system of accounts does not give to the commission 
authority to make any appropriation of the company’s 
money for amortization or for any other purpose which the 
commission, in its wisdom, may imagine to be desirable. — 

“The securities of this company were issued under the 
laws of the State after a full hearing in the highest courts 
of every question you have raised about them. The direc- 
tors of the Third Avenue Corporation are of the very high- 
est character and standing. They have not issued securi- 
ties at a discount, they have not issued securities in excess 
of value, and the reiteration by you that such was the case 
is, to say the very least, entirely incorrect. It is a slander 
upon the securities of this company. 

“T have already had occasion to admonish your chair- 
man that observations of this kind could not be permitted 
to go unchallenged, and it is my duty, as the president of 
the Third Avenue company, to say to you that these state- 
ments are not true and that you have no business to make 
them. If you insist on clinging to views which are on the 
verge of contempt, I consider that until you get some court — 
to pay some attention to them, it is your duty to keep those 
views to yourselves. The reiteration of them at this time, 
for no apparent purpose, subjects you to the suspicion that 
they are merely spiteful, and your notion that an order 
for amortization is justified because you made it, which I 
take to be the meaning of your expression ‘that notwith- 
standing a finding by the commission that the face of the 
securities exceeds the value of the property by as much) _ 
as $16,500,000 jand the securities are, therefore, issued at. ete 
discount, etc.,’ is as pertinent as it would be for you to A 
quote a finding of the commission that the moon was made 
of green cheese as proof of the desirability of an order 
compelling people to stop eating green cheese, lest the 
supply of moonshine should be exhausted. n= by 

“As you know, I have always shunned controversy w 
you unless you forced it upon me, and I have tried to 
with you in the public service. You have, therefo: 
to fear from me except a correction of inaccura 
you must be made to understand the fact—of v ic 
are apparently not aware—that people who o' 
are extremely sensitive to things which are sai 
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‘which has followed these extensions. 


gigantic task—impossible, said some. 
complete overhauling and renovating of all of the forty-one 
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and it is quite possible that if you persist in your attacks 
on this corporation and its securities, you will put yourself 
in some peril. In that connection I call your attention to 
Section 926 of the New York Criminal Code, which pro- 
vides ‘that a person who, with intent to affect the market 
price of public funds of this State or the stocks, 
bonds or other evidences of debt of a corporation or asso- 
ciation, knowingly circulates any false rumor or 
intelligence is punishable by a fine of not more than $5,000 
or imprisonment of not more than three years, or both.” 


Rerouting and Other Questions at Cleveland 
Wholesale merchants and manufacturers on West Sixth 


and West Ninth Streets, Cleveland, Ohio, have announced 
that they will endeavor to invoke the aid of the State laws 


to compel the street railway commissioner of Cleveland to 


require the Cleveland Railway to continue the operation of 
street cars on the loops formed by the lines on these streets. 
They argue that it is unreasonable to require persons em- 
ployed in the factory and store district to walk to the 
Public Square to board cars. 

The Council of East Cleveland has taken no heed as yet 
of the action of the city in routing East Cleveland cars 
around the loop at the Public Square instead of running 
them through to the Union Station. So far as the elim- 
ination of stops is concerned, it is not likely that objection 
will be made unless the company reduces the number of 
stops still further. 

Mr. Witt has announced plans for putting on express cars 
for the use of people who live in the suburbs and making 
the fare 5 cents for this service. As an inducement to people 
to use the cars, he would limit the capacity of the cars. 
Where the fare is already 5 cents, this plan would probably 
work to the advantage of the residents of the suburbs, but 
in East Cleveland, where a 3-cent fare prevails, the only 
advantage would be in a more pleasant ride. 

Councilman French has prepared a resolution asking the 
Cleveland Railway to establish a ticket booth and informa- 
tion bureau at the Union Station Terminal. He says that 
the shelter station near the Union Station could be con- 
verted into a very comfortable waiting station, and thinks 
that it might be advisable to arrange to allow people to 
deposit their fares before they board cars. 


Advertising in Springfield 


The Springfield (Ohio) Daily News for Sunday, Dec. 15, 
contains a two-page advertisement of the Springfield Rail- 
way which is part of the series of publicity talks conducted 
by the C. W. Lee Company, New York. In the two latest 
advertisements the company calls attention to the exten- 
sions which it has made during the past ten years, the 
growth of the city and the increase in taxable property 
Altogether $2,000,000 
was added to the taxable valuation in the city owing to 
these improvements. The advertisements also call atten- 
tion to the negative return system, new carhouses and 
other improvements introduced and the number of passen- 
gers carried. The method of describing these improve- 
ments is illustrated by the following quotations from the 
advertisement: 

“Although every car operated by the Springfield Railway 
at the present time was purchased new by us within the 


‘fast eight years, much of the rolling stock was at the end 


of last year in unsatisfactory condition. This occurred 
through want of a proper carhouse and of adequate repair 
shop accommodations. Continual exposure, day and night, 
to the elements had inevitably given to the cars a weather- 
beaten appearance, making some of them look many years 
older than they really were. while in certain cases different 
parts of the mechanism were not in perfect working order. 
“To remedy this defect—to give the rolling stock a good 
appearance ‘and-to make it comfortable to ride in—was a 
It demanded the 


cars owned by the company; and this task is nearly finished. 

Believing that justice to the public required that it be done, 

we set about it on broad lines. Not merely to refurbish the 

cars, but to remake every car into as.nearly as possible a_ 
;, up-to-date car, was our aim. “ ' 
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“To-day twenty-seven of the: forty-one cars have been 
put through the repair shop and are on the road again, 
looking like and riding as easily as brand. new -cars;.~four 
more are now in the shop almost ready to be sent” out, 
while the remaining ten will be. done over at the rate of 
three a month. That is as fast as the shop facilities we 
possess will permit. 

NOK the twenty-seven already overhauled. four were re- 
modeled into prepayment cars of the type used:in the 
large cities, and the remaining twenty-three were-so rebuilt 
as to transform them into the latest models of cars of their 
respective designs. It has been a tedious, difficult task— 
this stripping down and remodeling of all the rolling stock; 
tearing out every piece of imperfect plank and replacing it 
with new; repairing and, in some cases, making over the 
seats; readjusting every bit of mechanism; getting tid of 
flat wheels, and repainting and revarnishing all the wood- 
work, inside and out. In the end it will have cost the 
compary at least $15,000.” 


Reward Offered for Automatic Train Stop. 


The following advertisement was published recently in 
the daily newspapers of New York, Boston and other cities 
in the East over the signature of Charles S. Mellen, -presi- 
dent of the New York, New Haven & Hartford Railroad: 

“The Interstate Commerce Commission at Washington, 
after two months’ consideration of the accident at Westport, 
has recommended as follows: 

“Railroads ought unitedly to experiment with the auto- 
matic train stop until a device of practicability for general 
use shall be available.’ 

“The accidents at Bridgeport in 1911 and at Westport in 
1912 were duplicates. The engineers violated the rules of 
the road and passed all signals and warnings and went to 
their death carrying seyeral passengers with them. Let us 
not blame them. Let us all co-operate to eliminate human 
error by mechanical device. The inventive genius of man- 
kind has never yet paused before any public need. The 
need of the present, to safeguard life more thoroughly on 
even the best built and best equipped railroads, is that which 
the Interstate Commerce Commissioners recommend—an 
automatic train device that shall set the air brakes or close 
the steam throttle, or both, when a train fails to stop on 
signal. 

“The New York, New Haven & Hartford Railroad hereby 
offers a reward of $10,000, to be paid on the order of the 
Interstate Commerce Commissioners and the Railroad Com- 
missioners of Massachusetts and the Public Utilities Com- 
missioners of Connecticut, to whomsoever shall first invent 
an automatic device that will safely arrest an express steam 
locomotive that has passed danger signals, the test of effi- 
ciency to be its adoption within the year 1913, 1914 or 1915 
by the New Haven road, the New York Central’ or the 
Pennsylvania and its approval.or recommendation by the 
Interstate Commerce Commissioners.” 


Toronto Traffic Report Considered © 


The traffic experts’ report received further consideration 
by the Board of Control of Toronto, Ont., at a recent 
private session. Corporation Counsel Geary discussed 
portions of the document, which he considered it would be 
unwise to make public. It was decided to request the 
Toronto Railway to extend its lines within the area cov- 
ered by its franchise and construct and put into commis- 
sion as rapidly as possible 150 new cars. Mt. Geary was 
directed to confer with counsel for the Toronto RailWay to 
ascertain if the company would agree to carry out‘the im- 
provements suggested. oN 

In addition to the recommendations for the construction 
of extensions the experts recommend the co-ordination of 
all existing lines, including the radial railways. As an alter- 
native it is suggested that a subway be constructed under 
Terauley Street, at a cost of $6,000,000. Several features 


of the report are to be suppressed for the present, but it is 


understood these are in the main similar to the recommen- 
dations made by B. J. Arnold in his report of 1907’ and by 
Jacobs .& Davies in their report two years'ago. To. carry 


out all the recommendations made would ‘involve*an ex- 


penditure of approximately $20,000,000. ‘Jacobs & -Davies 
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estimated the cost of a complete transportation system for 
Toronto, including underground lines in Yonge Street from 
St. Clair Avenue to Wellington Street and two diagonal 
lines to the northeast and northwest of the city, at 
$23,470,000. The valuation of the physical property of the 
Loronto Railway was $15,000,000 and that of the radial lines 
$3,000,000, bringing the total cost up to $41,500,000, exclusive 
of intangible values. 


Visit to the Grand Central Terminal Station, New York 


Upon invitation of the New York Central & Hudson 
River Railroad a tour of inspection of the Grand Central 
Station, Forty-second Street, New York, was made on the 
afternoon of Dec. 19, 1912, by members of the New York 
Electrical Society. There was a large attendance and 
under the direction of E. B. Katte, chief engineer of elec- 
tric traction, and Carl Schwartz, first assistant engineer, 
and several other representatives of the engineering de- 
partment of the New York Central & Hudson River Rail- 
road, a complete inspection was made of this magnificent 
building. It was announced that the company hopes to 
open the terminal for regular service in February, 1013. 
A brief meeting of the society was held during the trip in 
the large waiting room on the express level and Dr. Samuel 
Sheldon, in behalf of the society, expressed its apprecia- 
tion of the kindness of the railroad company in affording 
the opportunity for the visit. Formal resolutions express- 
ing this sentiment were also adopted. 


Progress of the British Columbia Electric Railway 


The British Columbia Electric Railway, Vancouver, B. C., 
has arranged for the construction of a new Vancouver 
terminal for its Lulu Island interurban railway. This line 
extends from Vancouver through Point Grey to Eburne, 
whence one division runs across Lulu Island to Steveston 
and another extends along the North Arm of the Fraser 
to New Westminster. The line now enters Vancouver by 
a bridge spanning False Creek, terminating at a station at 
the water level. The company proposes to locate an inter- 
urban terminal at the south end of Granville Street bridge. 
By this plan interurban passenger cars will be brought into 
the city directly on a level with the Vancouver city cars. 

The depot will consist of two wings, each about 4o ft. by 
28 ft. in size, connected by a covered passageway 25 ft. in 
width, ample to accommodate the traffic from the inter- 
urban lines to the city system. In the south wing will be 
located the ticket office, agent’s office, etc. while in the 
opposite wing will be a general waiting room and separate 
ladies’ room. The plans call for a structure which will cost 
between $30,000 and $40,000. ; 

The company closed a contract in November with the 
Preston Car & Coach Company, Preston, Ont., for sixty-five 
city passenger cars. This is the initial order of the com- 
pany for 1913 delivery. The cars are to be of single-end 
type, 44 ft. in length. Delivery will be made during April 
and May. ~ 

The company expects to operate its interurban line from 
Victoria north through the Saanich Peninsula, 22 miles in 
fength, early in January. For this line orders for rolling 
stock have been placed as follows: Two baggage and ex- 
press cars from the Niles Car Company and six passenger 
cars from the St. Louis Car Company. For freight service 
fifteen flat cars and twenty-five box cars have been ordered 
from the Seattle Car Company, and two 45-ton locomotives 
will be taken from the mainland system of the company for 
use on the new interurban line. 

For service on its mainland freight lines the company has 
recently ordered twenty-five box cars from the Seattle Car 
Company and five 50-ton locomotives from the Westing- 
house Electric & Manufacturing Company of Pittsburgh. 
Other rolling stock recently ordered by the company in- 
cludes two snow sweepers from the Ottawa Car Company 
and six Hark-Otis steel dump cars. 

Full delivery has been made of the twenty-four. interurban 


cars ordered by the company from the St. Louis Car Com- 
pany fast summer and this equipment is now in service. 
The initial shipments have also been made by The Brill 


Company from its Philadelphia shops on the large order 
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for city passenger cars recently placed with that concern by 
the British Columbia Electric Railway. 

The management of the British Columbia Electric Rail- 
way does not intend to abandon the car building work in 
connection with its New Westminster shops. The schedule 
for new rolling stock for all lines of the system for 1913 
is being prepared, and in this program ample work will be 
allotted the New Westminster plant. At these shops is 
now assembled and finished a-shipment of twenty-five steel 
city passenger cars which have been constantly arriving 
on an order placed some time ago in England. 


Double-Deck Car for Columbus.—It is reported that the 
Columbus Railway & Light Company, Columbus, Ohio, has 
ordered through the Prepayment Car Sales Company, New 
York, N. Y., a stepless double-deck car simiiar to the car 
now in service on the New York (N. Y.) Railways. 

Decision in Washington in Regard to School Tickets.— 
The Supreme Court of the State of Washington holds that 
only school children subject to compulsory attendance at 
school, and not students voluntarily seeking a higher or a 
technical education, are entitled to the half-fare privilege of 
the franchise under which the Seattle Electric Company 
operates in Seattle. 


Railway Board Suggested for Toronto.—The Board of 
Control of Toronto, Ont., has referred to its legislative com- 
mittee for report a motion to the effect that it was advisable 
to create a railway or traffic commission to control and 
manage the civic car lines, the board to consist of five mem- 
bers, one to be nominated and elected by the Council each 
year for one year and four to be elected by the electors for 
four-year terms. 


New Offices in Detroit—The Detroit (Mich.) United 
Railway has purchased the building at 104 Jefferson Street, 
Detroit, Mich., now occupied by Edson, Moore & Company, 
for use as general offices. The building is 110 ft. by 100 ft. 
and six stories high. The company has been compelled to 
scatter its departments because of lack of space at 12 Wood- 
ward Avenue. The new building will allow the concentra- 
tion of all departments at one place. The company expects 
to take possession of the property about July 1, 1973. 


Vote on Electrification of London & Port Stanley Post- 
poned.—The City Council of London, Ont., ‘has concluded 
to delay submitting the question of the electrification of the 
London & Port Stanley Railway to.the ratepayers until 
further information is secured. Adam Beck, chairman of 
the Hydroelectric Power Commission, attended the meeting 
of the Council at which the question of electrification was 
considered and suggested a plan to finance the scheme with 
private funds and turn the completed road over to the city. 
A. D. Davidson, of the Canadian Northern Railway, ex- 
plained in detail the proposition made by that company 
to purchase the road. 

Formal Request for Information in Pittsburgh.—The sub- 
committee of the public service and surveys committee of 
the Council of Pittsburgh, Pa., and the Mayor conferred 
recently with J. H. Reed, president. of the Philadelphia 
Company; J. Dawson Callery, president of the Pittsburgh 
Railways, and E. W. Smith, attorney for the latter com- 
pany. The representatives of the city asked the officers of 
the Pittsburgh Railways to give them information in regard 
to the financial operations of the company, its organization, 
the subsidiary companies, etc. The officers of the company 
have asked the representatives of the city to present the 
proposition to them formally in writing so that it can be 
submitted to the board of directors for the consideration of 
that body. 


Plans for Session of West Virginia Legislature —Gov- 
ernor Glasscock of West Virginia will call the West Vir- 
ginia Legislature in extraordinary session on Jan 2. The 
regular session will meet on Jan. 8, and it is probable that — 
there will be the same delay in organizing the Senate as 


was the case two years ago. The Legislature at the regular 


session will elect a successor to United States ‘Senator 


Clarence W. Watson, and this will delay the regular work | 


for two weeks. Governor Glasscock hopes to have | 
Legislature organized in both branches by the time for 
regular session, which is limited to forty-five da 
workmen’s compensation act, the consideration of { 
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ginia debt case and the miners’ strike are the most im- 
portant matters to be considered. 


Bangor Property Appraised.—Westinghouse, Church, 
Kerr & Company, New York, N. Y., who were retained by 
the city of Bangor, Maine, to appraise the railway property 
of the Bangor Railway & Electric Company in that city, 
have reported that it would cost $666,000 to reproduce the 
equipment now in use by the company in this branch of its 
service. The report is introduced with the following state- 
ment in regard to the purpose of the inquiry: ‘The scope 
of this report is to determine as nearly as possible the cost 
of reproduction and present value of parts of the physical 
property of the street railways within the limits of Bangor 
capable of being inventoried, and to estimate the cost of 
equipment necessary to operate these lines within the city 
limits. No attempt has been made to estimate the ‘going 
concern’ value, ‘good will, or other intangible values.” 


Decision in Detroit Fare Suit—The Supreme Court of 
Michigan on Dec. 19, 1912, rendered a decision in the case 
of the city of Detroit against the Detroit United Railway, 
affirming the verdict of the Circuit Court requiring the com- 
pany to carry pasengers over the entire Jefferson-Grand 
River Avenue line for a singie fare. The suit was originally 
brought in the Wayne County Circuit Court by the city of 
Detroit for a writ of mandamus to compel the company to 
sell eight tickets for 25 cents during the so-called working- 
men’s hours, to be good over the entire Jefferson-Grand 
River route, and to carry passengers during other hours 
from any one portion of the line to any other portion for a 
single 5-cent fare. A summary of the hearing in the case 
before the Supreme Court at Lansing on Oct. 15, 1912, was 
published in the ELecrric RAmLway JourNAL of Oct. 26, 1912, 
page 922. 

Results with Coasting Recorders in Denver.—The Tram- 
way Bulletin for December, published by the Denver 
(Col.) City Tramway Company for the benefit of its 
employees, contains two interesting articles on coasting 
in connection with the adoption of coasting recorders on 
the cars of the Central Division of that company. The 
result so far with the recorders has been excellent. There 
has been a reduction in the power used, although the actual 
saving has not yet been definitely determined. Another 
article gives a list of a number of the principal cities in the 
country divided as to whether they use the near-side or the 
far-side stop. Out of the sixty-eight cities from which re- 
plies have been received, forty-seven, or approximately two- 
thirds, adhere to the far-side stop. The Bulletin contains 
the usual statement showing Ohmer register averages of 


-conductors by divisions for the previous month. 


PROGRAMS OF ASSOCIATION MEETINGS 


Northwestern Cedarmen’s Association 


The annual meeting of the Northwestern Cedarmen’s 
Association will be held at Duluth, Minn., on Jan. 7 and 8, 


1913. 


California Association of Auditors and Accountants 


The California Association of Auditors and Accountants 
of Public Utilities has been organized with the following 
officers: President, H. M. Bridges, auditor of the Pacific 
Gas & Electric Company; vice-president, B. T. Story, 
auditor of the Southern California Edison Company; secre- 
tary, H. E. Nowell, auditor of the Oro Electric Corpora- 
tion; treasurer, F. A. MacHugh, special accountant of the 
United Properties Company. The organization of the asso- 
ciation was the outcome of the effort made by a committee 
representing the public utility companies of California to 
present to the auditor of the Railway Commission of that 
State definite recommendations in regard to the system of 
accounts proposed by the commission. The conferences 


_ which were held in this connection made it apparent that 
_ it was desirable to perpetuate the common interest of the 


companies concerned. The regular annual meeting of the 
Association of Auditors and Accountants of 
‘Public Utilities will be held on March 29, 1913. : 
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Financial and Corporate 


Stock and Money Markets 


“ Dec. 18, 1912. 

Trading on the New York Stock Exchange was light to- 
day. The sales of stocks totaled only 404,282 shares, while 
the bond sales totaled less than $1,000,000, par value, being 
the smallest bond business any day this year. New low 
records were made in the Interborough Rapid Transit 5’s 
and Westinghouse Electric 5’s. Reading was again the 
chief feature of the market. Rates in the money market 
to-day were: Call, 334@s5 per cent; sixty days, 6@6%4 per 
cent; ninety days and four months, 534@6 per cent; five and 
six months, 544@5% per cent. 

Trading in Philadelphia to-day was narrow and the volume 
of transactions small. The bond market was dull. 

The Chicago market was very narrow, but there was a fair 
volume of transactions. 

In the Boston market the feature in the railroad list was 
the sale of seventy-five shares of Massachusetts Electric 
preferred at 73%4. There was very little demand for bonds. 

In the Baltimore market more than half the total of stock 
transactions was in United Railways issues. The demand 
for bonds continues good. 

Quotations of traction and manufacturing securities as 
compared with last week follow: 


Dec. 11 Dec. 18. 
American Brake Shoe & Foundry (common)........ 95 94 
American Brake Shoe & Foundry (preferred)........ 137 136 
American Cities Company (common)................ 50 48 
American Cities Company (preferred)............., fea 82 
American Light & Traction Company (common).... 410 400 
American Light & Traction Company (preferred).... 108 107% 
minerican. Ravlways: (Compan Yier.oicr/e 6.¢.s.c1010as.0 ov wise 40% 40% 
Aurora, Elgin & Chicago Railroad (common)........ 40 40 
Aurora, Elgin & Chicago Railroad (preferred)........ 88% 8814 
BOStOr) |e VAled PRA WAT.c\e% lace la) sWersjeciee w c.ctehate eunfereye 119 a120 
Boston Suburban Electric Companies (common)...... 15 al0 
Boston Suburban Electric Companies (preferred).... 75 a75 
Boston & Worcester. Electric. Companies (common).... 7 a7 
Boston & Worcester Electric Companies (preferred)... 50 a50 
Brooklyn Rapid Transit’ ‘Company... 2.)...% 0-2 swutaveiec e's 86% 88 
Capital Traction Company, Washington.............. 121 121% 
Ghieaeor Grty atl wet ycisiis erteieiateinicia creheters trot dein teiete 150 150 
Chicago Elevated Railways (common)...........0.0. a30% 30% 
Chicago Elevated Railways (preferred).............. a9ly 91% 
WhicaroRatlwayss DUcpig.y tie Ue cweccee tinea esiels weit 85 81 
Chicago Railways; “ptcpte., cth. 2) iit aie Seisis cies apse. a21 21% 
Chicago= Railways, “picpte:, <Glfs 13i. ¢c.aencle's an wise pee seis 6% 7% 
miChicago chatwave,, ptepty., Cling Fores 6s soisle,c ra sha sieve n® 3% hen 3 
Eincinuati Streets GRatlwaycnas ov ven ol crete sleria ele bose 125% 122% 
Cleveland, Southwestern & Columbus Ry. (common).. 6% *6Y 
Cleveland, Southwestern & Columbus Ry. (preferred). 34 *34 
Cleveland MRail wary) Gite ci) ajeleto:a.0ls aMule rabarorseyetenp Ms. aka Meiers al05 104% 
Columbus Railway & Light.Company..............6. 55 55 
Columbus, Railway: (common) ..2. 226 te vite os oes ns eld 82 82 
Columbus Railway (preferred)...........0+eeeeeeees 90 90 
Denver & Northwestern Railway.............+.s0005 121 *121 
Merrow .Wated # Rall way sc. ksacseas mind hae sineatie as; dae 70 70 
General> Plectric: Companyiec cca. a+ Save’s Sibel dtereene 179% 181% 
Georgia Railway & Electric Company (common).... 120 120 
Georgia Railway & Electric Company (preferred).... 83% 83 
Interborough Metropolitan Company (common)...... 17% 17% 
Interborough Metropolitan Company (preferred)...... 58% 59% 
International Traction Company (common).......... 9 39 
International Traction Company (preferred)........ 92 92 
Kansas City Railway & Light Company (common).... 18 18 
Kansas: City Railway & Light Company (preferred)... 41 41 
Lake Shore Electric Railway (common)............ 6 *6 
Lake Shore Electric Railway (1st preferred)........ 89 *89 
Lake Shore. Electric Railway (2d preferred).......... 25% *25%4 
Manhattan Railway -........... ieielsle. adie seis df dhe weve aielele 131 128% 
Massachusetts Electric Companies (common)........ 17 16% 
Massachusetts Electric Companies (preferred)........ 73% 73% 
Milwaukee Electric Railway & Light Co. (preferred)... 100 100 
Norfolk Railway & Light Company.........-s..+.0.. 26 *26 
ia@GrnAiiericgs.» GOMIPANY.« sc <tc pt0isie ds ap icie,s 0s" oafern a 380% 78% 
Northern Ohio Light & Traction Company (common). 79 78 
Northern Ohio Light & Traction Company (preferred). 100 100% 
Philadelphia Company, Pittsburgh (common)........ 497% 49% 
Philadelphia Company, Pittsburgh (preferred)....... 44% 4414 
Philadelphia Rapid Transit Company..............+, 271% 27 


Portland Railway, Light & Power Company........... 66 *66 


PDC Service: GOTDOLALION, ‘eles aialers oid o:v.elojslv arn efels/ aa 118 117 
Third Avenue Railway, New York................5. 34% 35% 
Toledo Railway & Light Company....... reuse 1% 2% 
Twin City Rapid Transit Co.. Minneapolis (common) 104 102 
Union Traction Company of Indiana (common)...... 6% *614 
Union Traction Company of Indiana (lst preferred) 80 *80 
Union Traction Company of Indiana (2d preferred). 34 *34 
United Rys. & Electric Company (Baltimore)........ 25% 24% 
United Rys. Inv. Company (common)......... iret sO 35 
United Rys. Inv. Company (preferred). . *. 64% 63% 
Virginia Railway & Power Company (common). . 50 51 
Virginia Railway & Power Company (preferred) - 90% R9% 
Washington Ry. & Electric Company (common)..... 86 RS 
Washineton Ry. & Electric Company (preferred). . 88 RR 
West End Street Railway, Boston (common).... 81% 80 
West End Street Railway, Boston (preferred).. 10C 99 
Westinghouse Elec. & Mfg. Company. ........... oe 25 76% 
Westinghouse Elec. & Mfg. Company (Ist preferred).. 121 121% 
*Last sale. a Asked, 


ANNUAL REPORT 


Massachusetts Electric Companies 


The pamphlet report of the Massachusetts Electric Com- 
panies contains the following statement of earnings for the 
year ended June 30, 1012, of the Bay State Street Railway, 
a consolidation in July, 1911, of the Boston & Northern 
Street Railway and the Old Colony Street Railway: 


CATCHER TTICOING opi eras Vain Giese binke neh Svea esl ong misis Wiele ere cme ac Oiaee $9,116,202 
Operating exPenseS .....- ee ceeeee ee ece eer e rs eereererene 5,806,410 
Gross income less operating ExpenseS...----+ceeeeeeseeee $3,309,792 
Interest, rentals and taxeS ....-ceesecececcsccrcccncreercs 1,840,328 
Wets divisible pisiCOMmles aicu-c cra vine ater cc oinl¥ls a ficle «bie ¥ owiclew es $1,469,464 
Dividends: - 
Common Bek Ae by) Semin cir OLe ent ascot daonerCane erat 
at SP et Oa ee CE) > 
Preferred stock ....... 4 1,077,681 
Surplus, for them Vear, oo leictes <6 val sieloleley +aiele ,4]p/eieln/s rie, s' $391, 783 
Sarplus, June: 30; 1911 ccs ocisis tcivin vs cvevaiss essinviedessss 208,942 
Total mio cwe asters sienideiciisre tate cesses gee he in seis res vis's > $600,725 
Credits: 
Adjustment of accounts 2... ...seccccecer esses cssevescece 2,748 
$603,473 
Debits: 
WReGHTISERUICHON \ 4.16 Hacc coin g me Ue swe beh male har $362,361 
Net-losses by fire, ete... 0s... .eeceeeereevteces 19,365 
Preliminary engineering .........2ee cece evences 7,289 
Premiums on bonds called for redemption....... 1,598 
DOLAIM EDILB i cine eed a oO olcleael cin ieic ee «ei evbseke ise o<'aisefece altro 390,613 
SuUrpltis gees 90)! LGU aienre pie tnleryre eld a) oles alse che! ele) «i alotne esas $212,860 


*This sum covers all reconstruction, passed upon by the Board of 
Railroad Commissioners, chargeable to income. 

The statement of profit and loss of the Massachusetts 
Electric Company for the year ended Sept. 30, 1912, as con- 
tained in the report follows: 


Dividends; on stocks owned)... 02.22: cccccrecevccese $962,485 
Interest on notes and bank balances............055 161,668 
as eS Car er ne Ak RCE PR TOC) Rood Rick Mk Roe $1,124,153 
Expenses: : : 
Salaries—general officers and executive committee $12, 500 
Printing GUO sstawOneryn ca ukay cise ie isieyeis Gia) efehaione 2,434 
Legal and miscellaneous expenses 8,662 
iTV OF BLOM CAR ches ot ee hous munSksteast losat toch ark meat 241 
Lp eG Uae e CU SEA Es Seiele' eis eat ot ivicie sf aie isiaivis iat sare iors win aes ae 23,837 
INGE RIE OMI Gres nial in aitite cusatiac we attra Sansa © IRR) Be 10,8 ayet-e'e $1,100,316 
THPeLeste Gil PCOUDOTMHOLES, «2,04 selene cele’ ceil eis¥e/biklenaia’s «104i “ee 166,500 
; INE ECV ASID OIC IO Fe ely isl cials b Wisln'S reretelel sts eds. 5, + cc\leve, aia eiate $933,816 
Dividends: - 
anuary 1, 1912——2 per CeMmts sos. 4 sisinwiens oie se nieve $411,148 
Bi MG came) Pers CONE gs canis se dawaeies eine eae 411,148 
——_——_ 822,296 
DENG PLOT PEO U EAL. Beetcer ns cme mules s(tinisieleinienToseiel tastoloses ices $111,520 
SUT OIIS TED GIO TAL) wsotcc sete aircrew cial cls Shem ceyeiain avo « ape 2,650,290 
Sarpluse Septsd0, VGA i oes, oxigen vir cies seine sib sfolew is $2,761,810 


Gordon Abbott, the president of the Massachusetts Elec- 
tric Companies, says in part in his statement to the stock- 
holders: 

“In their last annual report your trustees recommended 
the issue of further preferred shares and their use in pur- 
chasing and paying for the arrears of dividends on the exist- 
ing preferred shares. The necessary authority having been 
voted at the following annual meeting, an offer was sent 
to each preferred shareholder of record on Dec. 30 last. 
This offer met with general acceptance, and up to Nov. 26, 
1912, 194,209 shares, out of a total issue of 205,574, had been 
deposited under its terms. 

“Your trustees at their October meeting voted to with- 
draw the above mentioned offer as to all shareholders not 
accepting it before the close of business on Dec. 5, 10912, 
reserving to themselves the right.to deal with individual 
cases under the terms of the circular of Dec. 30. Notice to 
this effect was immediately mailed to all shareholders who 
had not previously deposited their shares. 

“In January last the entire capital stock of the Hyde Park 
Electric Light Company was sold by your trustees to the 
Edison Electric Illuminating Company, Boston, In March 
the Bay State Street Railway purchased from the Edison 
Company the power station, land, railway power machinery, 
etc., formerly belonging to. the Hyde Park Company. Thus 


‘the station still serves the Bay. State Company’s lines as a 


power house, but the electric lighting business, machinery, 
otf have passed to the Edison Company. As a result, the 
oul y securities in which you are now interested are those 
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of the Bay State Street Railway and its leased lines, the 
Newport & Fall River Street Railway and the Nashua Street 
Railway. 

“The business of these companies, excluding the earnings 
of the Hyde Park Company from both years’ figures, shows 
an increase in gross during the fiscal year of $354,355. 

“In January, 1912, the Bay State Street Railway sold | 
$1,235,000 bonds, issued under the mortgage of the Boston 
& Northern Street Railway, and $1,315,000 bonds, issued 
under the mortgage of the Old Colony Street Railway, and 
used the proceeds of these securities to retire maturing un- 
derlying bonds of the respective companies. 

“During the past summer other financing was carried out 
which is mentioned here, although completed after June 30, 
the date of the Bay State Street Railway balance sheet, for 
the reason that its results affect the balance sheet of the 
Massachusetts Electric Companies, which is dated Sept. 30, 
the closing date of our fiscal year. 

“Tn August 14,699 common shares of the Bay State Street 
Railway were issued and all except one were purchased 
at par by your trustees. In September an issue of $2,000,000 
5 per cent serial coupon notes was sold to the public. As 
the proceeds of these notes were partly used in payment 
of Bay State Street Railway notes held in the Massachusetts 
Electric Companies’ treasury, the net result is a large de- 
crease in the floating debt of the Bay State Street Railway. 

“Work has been continued during the year on new plant; 
made necessary by increased business, and on reconstruc- 
tion, as follows: track construction, $85,792; track recon- 
struction, $564,904; cars and electrical equipment, $123,466; 
overhead lines and feeders, $92,063; power stations, $395,121; 
land and buildings, $108,274; sundry equipment, $10,164; 
total, $1,379,788. 

“During the year 2.262 miles of new track have been con- 
structed, 28.729 miles of track reconstructed and work on 
1.106 miles of track construction and 5.213 miles of recon- 
struction was in progress at the close of the year. More 
than 56 miles of overhead and 2.49 miles of underground 
feeder and transmission cable have been constructed, and 
also 12.56 miles of underground conduit. 

“Eight twelve-bench and twelve fourteen-bench open cars 
were equipped and put into service. Thirty 28-ft. semi-con- 
vertible cars were purchased but were not put into sérvice 
until after the close of the fiscal year. Two hundred new 
motors were purchased and put into service. 

“The following additions to power station equipment 
have been made: 

“The 1200-kw generating unit purchased for East Woburn 
station has been installed with necessary boilers, etc., and 
is in operation. 1 

“Six additional boilers of 400 hp each, purchased for Lynn, F 
Chelsea and Salem stations, were installed and put in 
service. 

“A 1500-kw rotary converter was purchased and installed 
at the Brockton substation, and a 750-kw rotary converter 
was taken out of Brockton and installed at Fall River sub- 
station. 

“A to00-kw turbine alternating-current generating unit 
was purchased and installed at Newport station and is in 
operation. 

“At the Quincy Paint station a concrete water storage 
tank was constructed for emergency purposes in connection 
with boiler-feed water supply, and an electric storage bat- 
tery for use as auxiliary and emergency equipment for ex- 
citing generators was purchased and is in service. ; 

“A 500-kw generating unit which had been in storage at 
the old Fall River station since it was discontinued was — 
moved to Hyde Park Station and installed Be and i 
now in operation. 
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“For some time past the United Railways Investment 
Company has been studying plans for combining its Cali- 
fornia railroads with the power companies suppiying such 
railroads with power, including in the combination other 
interests tributary thereto. It has now formulated plans 
which-it is submitting to its stockholders for approval by 
which the California Railway & Power Company will be 
organized to accomplish this result. 

“This company, either through direct stock ownership or 
through its subsidiary companies, will own all the out- 
standing capital stocks of the United Railroads of San 
Francisco and of the Sierra & San Francisco Power Com- 
pany; also the stocks of other small companies engaged 
in the power, lighting, railroad, water and gas business in 
California. The combined gross earnings of the California 
properties owned for the year ended June 30, 1912, amounted 
to $9,379,303. 

“Under these plans it is provided that the United Rail- 
ways Investment Company shall receive $6,874,400 of 7 per 
cent preferred stock and $40,000,000 of common stock of 
the California Railway & Power Company, being all the 
preferred and common stocks to be issued by that company. 

“It is proposed also that the California Railway & Power 
Company shall authorize an issue of prior preference 7 per 
cent cumulative stock, of which $3,000,000 will be issued 
now, contract for the sale of which has been made with 
E. H. Rollins & Sons. The proceeds of this stock will 
be used to purchase $2,000,000 par value of notes of the 
United Railroads of San Francisco and to complete pay- 
ment of the purchase price of the stocks of the Coast Val- 
ley Gas & Electric Company.” 


American Railway & Lighting Company, Dallas, Tex.— 
The American Railway & Lighting Company, has filed a cer- 
tificate of dissolution with the Secretary of State of New 
Jersey. In May, 1912, the properties controlled by the com- 
pany were taken over by the Texas Power & Light Com- 
pany, which is a subsidiary of the Electric Bond & Share 
Company. Reference to the passing of control of the 
American Railway & Lighting Company to the Texas 
Power & Light Company was made in the ELectric RAILWAY 
JournaL of May 18, 1912, page 851. 

Cleveland, Painesville & Eastern Railroad, Willoughby, 
Ohio.—The Cleveland, Painesville & Eastern Railway has 
applied to the Public Service Commission of Ohio for au- 
thority to issue $62,000 of refunding and extension bonds. 

Columbus (Ohio) Railway.—The annual meeting of the 
Columbus Railway will be held on Jan. 9, 1913. The call for 
the meeting was accompanied by an announcement signed 
by D. Meade Massie, Edward Orton, Jr., Angus W. Dun 
and Stanton G. Prentiss, stating that they had consented to 
represent stockholders at the annual meeting and that they 
pledge their votes for the re-election of the present direct- 
ors. George Hardy, however, will not be a candidate for 
re-election to the board. The question of reorganization 
will probably come up for discussion at the. meeting. 

Creston, Winterset & Des Moines Railroad, Creston, la — 
The Creston, Winterset & Des Moines Railroad has filed for 
record a mortgage to secure an issue of $750,000 of twenty- 
year $500 bonds dated July 1, 1912. The trustees of the 
mortgage are Theodore S. Belay, A. S. Lynn and Clarence 
E. Wilson. Of the bonds $200,000 (Series A) have been 
sold to the Iowa Bond & Securities Company to build and 
equip the first section of the road from Creston to Macks- 


burg, 22 miles; $150,000 of the bonds (Series B) will be 


issued to construct the road from Macksburg to Winterset, 
and the remaining $400,000 of bonds will be issued to build 
The company was incor- 
porated in Iowa in September, 1911. . 

Fort Dodge, Des Moines & Southern Railway, Boone, Ia. 
—Judge Smith McPherson, of the District Court of the 
United States for the Southern District of Iowa, has signed 
an order authorizing the abandonment of the portion of 
the old Newton & Northwestern Railroad between Des 


_. Moines Junction and Goddard, 27 miles, if an arrangement 
cannot be made within ninety days to sell the same. The 
- value of the road as junk is estimated at $00, 000. 

Metropolitan’ Street Railway, Kansas City, Mo.—J. D. 
Fors - Bowersock, representing W. R. Begg, attorney for the New 


¥ ork Trust Company, has notified Frank Hagerman, coun- 
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sel for the receivers of the Metropolitan Street Railway; 
Alexander New, of the Kansas City Electric Light Com- 
pany, and H. L. McCune, of the Old Colony Trust Com- 
pany, Boston, that it is proposed to file a petition with 
Judge Hook in the federal court at Kansas City for the 
sale of the property of the company under foreclosure 
under the terms of the mortgage securing $10,220,000 of 
outstanding bonds due March 15, 1913, for which the New 
York Trust Company, New York, N. Y., is trustee. The 
receivers of the company will have until Jan. 1, 1913, to 
answer the bill. 


Morris County Traction Company, Morristown, N. J.— 
The Morris County Traction Company has addressed to 
stockholders a communication requesting the deposit of 
stock with the Safe Deposit & Trust Company, Pittsburgh; 
the Harrisburg National Bank, Harrisburg, Pa. or the 
National Iron Bank, Morristown, N. J., in accordance with 
the plan to reduce the capital stock of the company from 
$3,000,000 to $300,000. The communication to the stock- 
holders refers to the examination of the physical assets of 
the company by the Board of Public Utility Commissioners 
ot New Jersey, which showed that the total cost of the 
road and equipment up to March 1, 1912, was $2,580,200. 
Since March 1, 1912, there has been expended for con- 
struction and equipment $173,071, and there has also been 
paid out in cash for interest during construction the sum 
of $748,370. The total deductions from these sums amount 
to $25,791. The $3,000,000 of outstanding bonds of the 
company were issued at 80, producing $2,400,000. In addi- 
tion to this sum $943,085 was advanced by the underwriters, 
leaving $305,587, represented by the $3,000,000 par value of 
stock outstanding. The underwriters are willing to accept 
bonds at 80 secured by a general mortgage for the $943,085 
advanced, and the Board of Public Utility Commissioners 
has approved this plan upon condition that the 30,000 shares 
of stock be surrendered for 3,000 shares of stock at par to 
represent the $300,000 invested in the properties which is 
unsecured. The plan is to issue a certificate for one share 
for each ten shares of stock now outstanding. 


Philadelphia (Pa.) Rapid Transit Company.—There has 
been listed on the Philadelphia Stock Exchange $201,450 of 
additional voting trust certificates of the Philadelphia Rapid 
Transit Company, issued under the agreement of Feb. 20, 
IQII, expiring Feb. 20, 1916, making the total listed 
$20,999,550 out of a possible total of $30,000,000. Dec. 31 
has been fixed as the last day for exchanging stock for 
voting trust certificates. 


Toledo & Chicago Interurban Railway, Kendallville, Ind. 
—James D. Mortimer, receiver of the Toledo & Chicago 
Interurban Railway, has petitioned the Superior Court of 
Allen County to enter a decree ordering the sale of the 
property of the company under foreclosure to satisfy the 
mortgage securing $1,250,000 of first mortgage 5 per cent 
bonds under which the Trust Company of America, New 
York, N. Y., is trustee. 


Toledo Railways & Light Company, Toledo, Ohio.—The 
reorganization committee of the Toledo Railways & Light 
Company announces that the time for stockholders who 
desire to participate in the benefits of the plan of reorganiza- 
tion to deposit their holdings with the New York Trust 
Company has been extended to Dec. 21. Up to Dec. 7, 1912, 
84 per cent of the bonds and 70 per cent of the stock 
had been deposited and the committee announces that the 
success of the plan is practically assured. Stock will be 
received after Dec. 21 at the discretion of the committee 
and subject to such penalties as the committee may see fit 
to impose. The Toledo Blade, in its issue of Dec. 13, 1012, 
said: “Negotiations for a new street railway franchise 
will not be resumed for a year after H. L. Doherty & 
Company, New York, N. Y., assume control of the Toledo 
Railways & Light Company on Jan. 1, 1913. The power 
plant improvements may include the purchase of a plant 
near Toledo instead of the building of a new plant in the 
city at a cost of $1,000,000, as was announced some time 
ago. F. R. Coates will be retained as president of the 
company. Other officials and department heads will also 
remain and carry out the policies of the new owners. Mr. 
Doherty will not be ready to announce his plans until all 
formalities pertaining to the transfer of the company have 
been complied with.” 


£25 
Dividends Declared 


American Cities Company, New York, N. Y., 3 per cent, 
preferred. 

Bangor Railway & Electric Company, Bangor, Me., quar- 
terly, 134 per cent, preferred. 

Boston & Worcester Electric Companies, Boston, Mass., 
$1, preferred. 

_, capital Traction Company, Washington, D. C., quarterky, 

Y% per cent. 

eects Power & Light Company, Raleigh, N. C., quar- 
terly, 134 per cent, preferred. 

Cincinnati (Ohio) Street Railway, quarterly, 11% per cent. 

Duluth-Superior Traction, Duluth, Minn., quarterly, $1, 
preferred; quarterly, 114 per cent, common. 

Illinois Traction System, Peoria, Ill., quarterl 
cent, preferred. 

Lake Shore Electric Railway, Cleveland, Ohio, quarterly, 
1% per cent, first preferred. 

Louisville (Ky.) Traction Company, quarterly, 1 per cent, 
common. 

Memphis (Tenn.) Street Railway, quarterly, 114 per cent, 
preferred. 

Nashville Railway & Light Company, Nashville, Tenn., 
quarterly, 1% per cent, preferred; 2 per cent, common. 

Philadelphia Company, Pittsburgh, Pa., quarterly, 13% 
per cent, common. 

Terre Haute, Indianapolis & Eastern Traction Company, 
Terre Haute, Ind., quarterly, 144 per cent, preferred. 

Toronto (Ont.) Railway, quarterly, 2 per cent, preferred. 

Union Passenger Railway Company, Philadelphia, Pa., 
$4.75. 

West Philadelphia (Pa.) Passenger Railway, $5. 

Winnipeg (Man.) Electric Railway, quarterly, 3 per cent. 


y, 1% per 


ELECTRIC RAILWAY MONTHLY EARNINGS 
BANGOR RAILWAY & ELECTRIC COMPANY, BANGOR, ME. 


Gross Operating Net Fixed Net 
Period. Earnings. Expenses. Earnings. Charges. Surplus. 
Im., Oct. "12 $62,964  *$26,773 $36,199 $17,033 $19,158 
y S bi Lt 53,129 *24,672 28,457 12,756 15,701 
: ty gd “12, 263,856 *110,548 153,308 66,869 86,439 
ais i! ia 222,848 *98,440 128,408 51,991 76,417 


CLEVELAND, SOUTHWESTERN & COLUMBUS RAILWAY, 
CLEVELAND, OHIO. 


mee OCG eke $107,766 $61, 539 $46,227 $31,892 $14,335 
ie os eur 100,010 56,528 43,481 30,070 13,411 
10 “ “s "12 ‘861,020 574,348 411,662 309,301 102,361 
10 “ + Zhi 830,714 533,236 418,909 200,862 118,047 


COMMONWEALTH POWER, RAILWAY & LIGHT COMPANY, 
GRAND RAPIDS, MICH 


ini; ) Oct, oe L2 $573,053 *$336,089 $236, 964 $128,510 $108,454 
We Ps "11 482,351 *275,977 206,374 106,599 99,775 
10;** Ps "12 5,154,963 *3,014,905 2,140,058 1,245,750 894,308 
10 “ * nit 4,462,809 *2,580,359 1,882,450 1,046,369 836,081 


CUMBERLAND COUNTY POWER & LIGHT COMPANY, PORT- 
LAND, ME. 


Im., Oct. 712 $176,976 *$98,364 $78,612 $56,510 $22,102 
Seti Ss 11 165,742 *92,412 (73,330 52,080: 21,250 
ee "12 816,769 *419,218 397,551 219,881 107,670 
4 11 787,461 *440,518 346,943 195,229 151,714 
7 2 DETROIT UNITED RAILWAY 
Im. Oct. °12 $1,366,630 $714,002 $336,140 $175,307 $160,833 
Le ote el 897,896 578,662 319,234 177,438 141,796 
Lea? "12 9,863,112 6,397,251 3,465,861 1,769,890 1,695,970 
10 11 8,656,200 5,465,905 3,190,295 1,766,127 1,424,167 
EAST ST. LOUIS & SUBURBAN COMPANY, EAST ST. LOUIS, ILL. 
Im., Oct, 12° $227,088 *$122,901 $104,187 $48,176 $56,011 
Fei aap 11 200,629 *115,346 85,283. ~—=«45,717 39,566 
Die e "12 —-2,000,223 *1,123,878 876,345 481,854 _ 394,491 
10 111,878,479 *1,074,477 804,002 «455,852 348,150 
FEDERAL LIGHT & TRACTION COMPANY, NEW YORK, N. Y. 
1m., Sept., 712 $146,622 *$82,490 $64, 132 
ee 11 126,889  *75,621 51,267 
ge“ 12 «1,232,430, *730,333 502,096 
a 11  —«'1,070,407 “649.258 421148 
GRAND RAPIDS RAIL WAY, GRAND RAPIDS, MICH. 
im. Oct, "12 — $101,5 $58,712 Sr $28,040 
Lc. ee Rede 93°587 "34, 82 14,980 "24,425 
10 je bs "12 1,025,834 575,738 450,096 146,612 303,484 
10 11 966,461 546,967. 419,494 150,341 260.153 
ILLINOIS TRACTION COMPANY, PEORIA, ILI 
Im. Oct. 12 $676,158 *$358,596 $317.16 37° 
1 4 "11 640,511 *347,351 pee 
HO 35) "12 6,010,949. *3,533.623. 2, 2,413,461 
RS SS ake 5,623,807 *3,370,441 2, 55 66,682 2.186.683 
UNION RAILWAY, GAS & ELECTRIC comp. ANY, ROCKE( 
Im. Oct, ‘12 $394,657 *$217,932° $176,725 32 aes 
agbys "11 2991154. *161021 138-133 74656 
10.4 ott "12 «3,167,194 *1,863,302 1,303'2 524°657 
Re ae: {1 2,574,556 *1,483,713 11090-8423 474°505 


*Includes taxes. 
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Traffic and Transportation — 


Passenger Traffic in the New York Subway 


The Public Service Commission of the First District of 
New York has made public a statement of passenger traffic 
on the subway division of the Interborough Rapid Transit 
Company as indicated by the number of tickets sold at each 
station in the year ended June 30, 1912. It appears that 
during the year 302,973,856 passengers rode in the subway. 
Of this number, omitting those who bought tickets at sta- 
tions where there is only one ticket booth, 100,870,993 were 
northbound and 105,677,659 were southbound. This repre- 
sents a daily travel of 891,099 passengers. The net in- 
crease for the year was 26,269,060 passengers. This is an 
crease of 77,262 passengers for each day. Atlantic Avenue, 
at the end of the line, with its direct connection with the 
Brooklyn Rapid Transit System and the Long Island Rail- 
road, is the busiest station of the system, having a daily 
average of 55,664 passengers. Brooklyn Bridge comes sec- 
ond with 52,081 passengers, and Grand Central third with 
44,104 a day. The following summary has been prepared 
from the original report to show the returns of the stations 
on the Lenox branch, the Broadway branch, the main line 
from Ninety-sixth Street to the Battery and the Brooklyn 
branch, with figures for the express stations at Ninety- 
sixth Street, Seventy-second Street, Grand Central, Four- 
teenth Street and Brooklyn Bridge, also Times Square and 
all the stations in Brooklyn: 


Year’s ——Daily Average (a)—, 
Station Total. Increase. 1912. 1911. 1910. 
Lenox beasen Coe 58,165,533 6,045,025 171,075 153,296 148,527 
Broadway branch 
(total)aa asta gietee a 38,116,190 4,098,035 112,106 100,053 95,162 
Ninety-sixth Street to 
South Ferry (tetal). 167,651,857 11,916,812 493,094 458,044 456,272 
Ninety-sixth Street. 5,10 07, 772 526,644 15,023 13,474 13,685 
Seventy-second Street. ia 318, 215 216,215 12,701 12,065. 12,260 
Times Square (c)...- 2;709, 311 1,046,286 37,380 34,380 34,303 
Grand Central. 14908623 1,196,363 44,104 40,104 41,195 
Fourteenth Street. 13,010,049 493,872 38,265 36,813 37,665 
Brooklyn Bridge.. 17,707,589 798,049 52,081 49,734 49,881 
Brooklyn (total)..... 38, "855, 318 4,202,759 114,280 101,919 95,518 
Borough) Hallie. 8,458,632 03,266 24,878 22,810 | 23,059 
Hoyt Sweetin jee cieare 6,983,615 938,901 20,540 17,779 15,322 
Nevins Street........ 4,487,313 353,684 13,198 12,157 12,148 
Atlantic Avenue...... 18,925,758 2,206,908 ope 664 49,173 44,989 
Grandiitotal.o3 sors: b302,973,856 26,269,060 891,099 813,837 791,065 


a Treating Sundays as half days (340 days to the year). b These totals 
are. arithmetical only and do not account for passengers who buy tickets 
at “island”? stations. c Only local trains stop here. 


Instructions for Boarding Cars at Flag Stops 


L. H. Rodenbaugh, general freight and passenger agent 
of the Central California Traction Company, San Francisco, 
Cal., has issued the following instructions to persons who 
desire to board the cars of the company at flag stops: 

“Do not attempt to stop a train carrying two white flags 
on front in day time, or white lights at night time. Such 
trains are either specials or extras and do not stop. 

“To stop a train in the day time wave your arm, news- 
paper in your hand, or any object that will attract the at- 
tention of the motorman. 

“To stop a train at night, wave a burning piece of paper 
if you have not got a lantern or other lighted object. | 

“Do not wait until the train is very near the stopping 
place before you signal, but give the motorman plenty of 
time to see your signal and to stop. 

“The motorman, day or night, as soon as he sees your 
signal, will blow two short blasts of the whistle. 

“Step back clear from the tracks the moment you hear 
otherwise the third-rail shoe may hit you. 
: “All this is very easy and plain and it insures you a sat- 
isfactory service and protects you from risk and accident.” 


Report on Wage Question in Quebec.—The Minister of _ 


Labor of Canada has received the report of the board of — 
conciliation and investigation which was established to 
just the differences between the Quebec Railway, Li 

Heat & Power Company, Quebec, Que., and its employe 
The board has recommended the, following scale: M 
ployed more than one year, 17 4, cents an hour, 
two years, 18Y cents; more than three years, 20) 
more than eight years, 2114 cents; more iar : 


PAL ee 
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22% cents. It is also recommended that after Nov. 1, 1913, 


_ the schedule be increased 1 cent an hour. 


Terms of Los Angeles Freight Grant Compromised.— 
A compromise agreement relative to the terms and condi- 
tions of the proposed freight-carrying franchise to be 
granted the Pacific Electric Railway, Los Angeles, Cal., 
in the industrial district of that city has been effected. 
The committee on legislation of the City Council has 


' decided to recommend that a franchise be given, with the 


right reserved to the city to revoke at will. The revocable 
feature of the franchise, however, will apply only to further 
extensions to be made in the industrial district and will 
not affect the freight facilities already established. The 
city must give the company six months’ notice of its inten- 
tion to revoke the grant. 


Progress in Fort Smith Reviewed.—In an article featur- 
ing a mule pensioned by the Fort Smith Light & Traction 
Company, Fort Smith, Ark., the Fort Smith Times-Record 
recently described the development of the street railway 
system at Fort Smith since 1883. The mule, which en- 
tered the service of the company eighteen years ago, when 
the system consisted entirely of mule cars, has been pas- 
tured for life at the park of the company. The article was 
illustrated with a picture of the mule and one of the orig- 
inal cars which it and fellow mules pulled in the early days 
of the street railway system, and also one of the new, mod- 
ern, double-truck electric cars which form a part of the com- 
pany’s present rolling stock. 

Withdrawal of Train Approved—The Railroad Commis- 
sion of California has rendered a decision dismissing the 
complaint of E. J. Jordan and others against the Ocean 
Shore Railroad. Complaint was filed to prevent the with- 
drawal by the Ocean Shore Railroad of a train from Half 
Moon Bay reaching San Francisco at.8:40 a.m. This train 
is withdrawn each winter, making it necessary for persons 
traveling on commutation tickets to take a train arriving 
in San Francisco at 7:30 a..m. The commission found that 
the Ocean Shore Railroad does not yield sufficient revenue 
to warrant the operation of this extra train over the present 
winter, but at the same time the commission says that it 
will expect the two-train service to be resumed on March 
15, IO13. 

Annual Dinner of Southwest Missouri Employees.—The 
eighth annual dinner of the Electric Railroad Club, which is 
composed of employees of the Southwest Missouri Railroad, 
Webb City, Mo., was held on the evenings of Dec. 11 and 
12, 1912, at the club house of the employees at Webb City. 
For this year’s dinner the second floor hall was used. This 
is handsomely finished and especially well lighted and was 
prettily decorated with cedar and autumn foliage, and an 
artistic electric monogram “E. R. C.” was hung so as to 
greet persons entering the room. The table decorations 
were chrysanthemums, roses and ferns. The menu was at- 
tractive but not elaborate. Allen McReynolds, Carthage, 
an attorney for the company, acted as toastmaster on 
Dec. 11. D. C. Morris, Webb City, claim agent, officiated 
on Dec. 12. 

Changes in Fare on Buffalo, Lockport & Rochester Rail- 


way.—Important reductions in the one-way and round-trip’ 


fares between Rochester and stations on the Buffalo, Lock- 
port & Rochester Railway, Rochester, N. Y., will go into 
effect on Jan. 14, 1913, after which date all cash fare collec- 
tions and ticket rates will be in multiples of 5 cents. In 
erder to facilitate collections the company will install 
recording cash registers in its cars and conductors will no 
longer issue duplex cash fare receipts to passengers who 
pay their fares on the cars. The new tariff provides for 
reductions from the regular fare for passengers who hold 
tickets and ride between ticket stations. For the benefit 
of passengers who ride between stations where there are no 
ticket agents, a five-dollar book containing 120 5-cent cou- 
pons will be provided. 

Case Involving Switch Charge Adjusted—At the sug- 


- gestion of Commissioner Martin S. Decker of the Public 
_ Service Commission of the Second District of New York, 


the Eastern New York Railroad, Ballston Spa, has agreed 
to establish a rate of 40 cents per ton on shipment of paper 
‘into Ballston by the Pioneer Paper Company and to accept 
settlement of its accrued charges on this basis. This was 


satisfactory to the complainants. As a condition of the 
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adjustment the mill is to settle for all back charges within 
twenty days after the effective date of its lower rate. If 
this is not done, the Eastern New York Railroad has the 
right to re-establish its 45-cent rate. John Jacobs, presi- 
dent of the Pioneer Paper Company, who was also inter- 
ested in the plant under the old management, stated he 
had been instrumental in rehabilitating the property and 
had relied upon the assurances of officers of the railroad 
to put in the lower rate. This.case was referred to in the 
Evecrric Rartway JourNnAL of Nov. 23, 1912, page 1088. 


Suggestions for Handling Rush Traffic in Brooklyn.— 
The Brooklyn (N. Y.) Transit Company concluded as fol- 
lows a communication which it addressed to its trainmen in 
regard to handling traffic during the holiday rush: “Motor- 
men will also have their troubles, due to the hurrying 
express and delivery wagons and trucks—all engagid in 
delivering the innumerable supplies which are necessary to 
keep the city going. Be constantly on the watch for care- 
less drivers at cross streets and for those who, without any 
warning, pull into the track from the curb, or attempt to 
cross the tracks at unusual places. Protect them from their 
own carelessness by exercising increased care on your part, 
keeping the car under complete control and anticipating the 
unexpected—which always happens. Inspectors and other 
officials who come in contact with the public should exercise 
patience and forbearance and be courteous, no matter what 
the provocation is for losing one’s temper. They should not 
forget that like treatment is due the conductors and the 
motormen who will be placed under an additional strain in 
handling their work at this season of the year.” 


Holiday Instructions at Toledo.—In bulletins posted in all 
the carhouses of the Toledo Railways & Light Company, 
Toledo, Ohio, the employees of the company have been 
requested to take every possible means to facilitate travel 
during the holiday shopping season. Conductors are ad- 
vised to give special attention to women and children, to 
collect fares promptly, aid in seating the pasengers, refuse 
to receive articles that are so large as to be likely to incon- 
venience passengers, and continually to request passengers 
to step forward. ‘The bulletins say: “Owing to the holiday 
travel there are a great many children and women riding 
on cars, and conductors should give special attention to 
seeing that they are assisted on and off cars. The rear 
door and inside the railing on the rear platform should be 
kept clear and conductors should decline to receive articles 
excessive in size that will be in the way of passengers, 
making every effort to give passengers ample room to 
enter and leave car. Conductors should assist in making 
the seating capacity for passengers as great as. possible and 
should collect fares promptly both in the downtown dis- 
tricts and in the outskirts, which will prevent missing of 
fares. Conductors should aiso call streets in a clear tone 
of voice, and should continually tell passengers to ‘Please 
step forward’ when car is crowded.” 


Service Between Philadelphia and Allentown.—The Le- 
high Valley Transit Company, Allentown, Pa., established 
a regular schedule of limited express trains on Dec. 16, 
1912, over its reconstructed line between Philadelphia and 
Allentown, which are 62 miles apart.. In announcing 
the new service the Lehigh Valley Traction Company car- 
ried in the newspapers an advertisement 6% in. wide and a 
column deep showing the route of the road and its connec- 
tions. At the top were small half-tone engravings of the 
exterior and the interior of the new cars, and at either side 
of the map about midway of it were statements in regard 
to the schedule and to the features of the line. Under the 
heading features appeared the following: “Express time, 
Philadelphia to Allentown, 2% hours.” “Steel cars with 
Pullman tiled toilets, running water lavatories, smoking 
compartments, etc.” ‘Each car equipped with four 125-hp 
motors, capable of a speed of 60 m.p.h.” “Standard railroad 
rock-ballast construction.” “Automatic semaphore block 
signals throughout.” “Baggage carried on all express cars. 
Transfer companies call for and deliver.” “The first high- 
speed interurban electric railway in this part of the coun- 
try.” “Nearly $5,000,000 invested in improvements.” The 


.company has: closed a contract with the Adams Express 


Company for service on the line and is reported to be con- 
sidering the purchase of trailer equipment to meet the de- 
mands of the new service. 


9G 


Personal Mention 


Mr. J. B. Campbell, formerly connected with the New 
York (N. Y.) Railways, has been appointed manager of the 
Marianna Light & Power Company, Marianna, Ark. 

Mr. Harry D. Falls, for many years secretary, treasurer 
and manager of the Brazil (Ind.) Electric Company, has 
been appointed superintendent of the Terre Haute, In- 
dianapolis & Eastern Traction Company, Brazil, Ind. 


Mr. George R. Brown has been appointed manager of the 
electric light and street railway properties at Missoula, 
Mont., including the Missoula Street Railway, to succeed 
Mr. S. R. Inch, who has been appointed to the Utah Power 
& Light Company, Salt Lake City. 

Mr. S. R. Inch, for several years manager of the electric 
light and street railway properties at Missoula, Mont., in- 
cluding the Missoula Street Railway, has resigned, effective 
Jan. I, 1913, to acept the position of general superintendent 
of the Utah Power & Light Company, Salt Lake City. 

Mr. T. A. Wilson, vice-president of the Interstate Public 
Service Company, Indianapolis, Ind., has succeeded Mr. 
William G. Irwin as president of the Indianapolis, Colum- 
bus & Southern Traction Company, which has been taken 
over by the Interstate Public Service Company under lease. 


Mr. Frank P. Smith, who has been superintendent of way 
and structure of the Indianapolis, Columbus & Southern 
Traction Company, Columbus, Ind., has been appointed 
assistant to the vice-president, with practically the same 
duties as heretofore. 

Mr. R. B. Hamilton has resigned as cashier of the Utica 
division of the New York State Railways, Utica, N. Y., to 
become connected with the Newport News & Old Point 
Railway & Electric Company, Hampton, Va., which is con- 
trolled by Allen & Peck, Inc,, and managed by Mr. J. N. 
Shannahan. 

Mr. Albert H. Stanley, who in 1907 became connected 
with the Metropolitan District and the London Under- 
ground Railways, London, Eng., and is now managing direc- 
tor of these companies and the London United Tramways, 
London General Omnibus Company, Central London Rail- 
way, City & South London Railway and the British Auto- 
mobile Traction Company, was the subject of a biographical 
sketch which appeared in the London Evening News of Nov. 
23, 1912, under the caption “The Traffic King of London.” 


Mr.. Willard J. Hield has resigned as vicé-president of 
the Twin City Rapid Transit Company, Minneapolis, Minn. 
Mr. Hield has been in the employ of the company about 
twenty-five years, having entered its service as a clerk in 
1887. He was formerly general manager of the company 
and was elected vice-president in 1909. A portrait and a 
biography of Mr. Hield were published in the Execrric 
Rattway JournaL of March 20, 1909. Mr. Hield has not yet 
disclosed his future plans. Mr. Horace Lowry, general 
manager of the company, is in charge of operation. 


Mr. Thomas P. Whelley, who has been cashier of the 
Syracuse lines of the New York State Railways, has also 
been appointed cashier of the Utica lines of the same com- 
pany to succeed Mr. R. B. Hamilton, resigned. Mr. Whel- 
ley entered the employ of the Syracuse Rapid Transit Com- 
pany about seven years ago as assistant to Mr. J. M. Joel, 
who is now auditor of all of the lines of the New York 
State Railways, but who then was auditor of the Syracuse 
Rapid Transit Company. In 1908 Mr. Whelley was made 
cashier and paymaster of the Syracuse Rapid Transit Com- 


pany. 
Mr. C. F. Richardson, superintendent of the Terre Haute, 
Indianapolis & Eastern Traction Company, Brazil, Ind., 
has severed his connection with that company, and has ac- 
cepted the position of general mana; of the Southern 
Illinois Railway & Power Company 2t } burg, Tl Mr 
Richardson was appointed superintend f the Terre 
Haute, Indianapolis & Eastern Trection Company in 
August, 1909. From 1897 to 1909 he was connected with 
the Fond du Lac Street Railway & Lich: npany, Fond 
du Lac, Wis., Trinidad Electric Light @:itway Company, 
Trinidad, Col., and the Lincoln Railway ight Company, 
Lincoln, Ill. 
Mr. Thornwell Mullaly, assistant to ¢’ ident of the 
' United Railroads, San Francisco, Cal., wes the gest. of 


Fe 
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honor at a dinner at the Cliff House, San Francisco, on 
the evening of _Dec. 12, 1912.. A.loving cup inscribed 
“Thornwell Mullaly, a good fellow, from his friends,” was 
presented to Mr. Mullaly. In acknowledging this gift he 
said: “There is no other place on earth just like San Fran- 
cisco. It has the energy and business stir of New York, 
the airs of Paris, the stability of London, and, moreover, 
matchless natural beauties and the gift of knowing how to 
do things.” On the head table at the banquet rested a mini- 
ature electric car 5 ft. in length, done in vari-colored 
candies, and around the sides were banked chrysanthemums 
and Christmas berries. Covers were laid for 100 diners, 


Mr. George H. Ross, Jr., has resigned as superintendent 
of the Western Division of the Morris County Traction 
Company, Morristown, N. J., effective on Jan. I, 1913. 
Previous to 1909 Mr. Ross was engaged in engineering, 
constructing and operating work on steam and electric 
railways in Indiana, Ohio, Alabama and Georgia. In 1909 
he was appointed inspector on new construction for the 
Morris County Traction Company. In the spring of 1910 
he was elected president of the Hopatcong Construction 
Company, organized to build and equip all future exten- 
sions of the Morris County Traction Company. In this 7 
capacity he organized, equipped and put in the field the con- 
struction forces which were engaged in connecting the 
several branches of the Morris County Traction Company. 
On Aug. 1, 1911, he was appointed superintendent of oper- 
ation on the Morris County Traction Company in charge 
of the transportation department. On Feb. 1, 1912, the 
property was divided into two divisions for convenience in 
operating during the remainder of the construction period, 
and Mr. Ross was appointed division superintendent of 
the Western Division with jurisdiction over track main- 
tenance and carhouses, as well as the transportation de- 
partment. 


Mr. C. C. Henderson, who was recently elected president 
of the Alabama Light & Traction Association, is president 
of the Henderson Light & Power Company, Greenville, 
Ala. Mr. Henderson is of 
Scotch-Irish ancestry. The 
war left the Henderson 
family, like many others, 
absolutely destitute, and 
Mr. Henderson was thrown 
upon his own resources 
while still very young. His 
first work was in the ma- 
chine shop. of Lidell & j 
Company, Charlotte, N. C. 
While with this company 4 
he came under the influence | 
of Mr. D. A. Tomkins, who 
was its mechanical engi- 
neer, and when Mr. Hen- 
derson had finished his 
apprenticeship he was sent 
by Mr. Tomkins to erect 
the plant of the Southern 


a 


C. C. Henderson 
Cotton Oil Company at Montgomery, Ala., and subsequently 


operated the plant for several years. This plant at the } 
time was one of the largest cottonseed oil plants in the 
South, having a capacity of 200 tons per day. He next went 
to Greenville, where he assisted in erecting the plant of the 
Richmond Cedar Works, a new enterprise in this country 
and the first company to manufacture slats for the Faber 
Pencil Works in Germany. He next became connected with — 
the Milner, Caldwell & Flowers Saw Mill Company at Boll. 
ing, one of the pioneers in the rift flooring business in the __ 
South. Mr. Henderson next went into the ice business at __ 
Greenville. As this venture did not prove a success, he 
returned to his trade as a journeyman workman. Soon 
thereafter he was made a foreman, and later traveled as 
an expert. He next opened a machine shop of his own and aK 
by degrees has added to it a grist mill, a rice mill, a saw 
mill, a cotton gin and a store. He has’ erected an electric 
light plant at Greenville, which is controlled by the Hend 
son Light & Power Company, of which he is.the p 
Mr. Henderson is now putting up a cold-storage 
ing house. He is a gentleman farmer. and vis 
aS of the: fancy stock on the 

shed 2 : ; 
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Construction News 


; Construction News Notes are classified under each head- 
ing alphabetically by States. 
An asterisk (*) indicates a project not previously re- 
ported. 
RECENT INCORPORATIONS 


*People’s Railway, Fairhope, Ala—Incorporated in Ala- 
bama to build an electric or steam railway between Fair- 
hope and Robertsdale, a distance of 14 miles. Capital stock, 
$100,000. Headquarters, Fairhope. E. B. Gaston, secretary. 

*Stafford & Monson Street Railway, Stafford Springs, 
Conn.—Application for a charter will be made by this com- 
pany in Connecticut to build an electric railway from Hay- 
market Square, Stafford, through Orcuttville, to the state 
line north of Evergreen Park, also through Stafford and 
Staffordsville to the state line so as to connect with Mon- 
son, connections thence being made with Palmer, where 
connections could be made with Springfield and Worcester. 
Robert H. Fisk, Stafford Springs, represents the incorpo- 
rators. 


Orlando (Fla.) Interurban Traction Company.—Applica- 
tion for a charter has been made by this company in Florida 
to build a 45-mile electric railway to connect Orlando, 
Winter Park, Kissimmee and Sanford. Officers: W. C. 
Temple, president; H. Carl Dann and E. F. Sperry, vice- 
presidents; L. L. Payne, treasurer, other directors being C. 


E. Johnson, T. P. Warlow and M. O. Overstreet. [E. R. 
J., Nov. 30, ’12.] 
*Anthony & Northern Railway, Hutchinson, Kan.— 


Chartered in Kansas to build an interurban railway from 
Anthony northwest through Pratt, Larned, Lacrosse, Hays 
City, Stockton and Smith Center to Hastings, Neb. Capi- 
tal stock, $150,000. Incorporators: O. P. Byers, H. J. 
Duval, A. C. Malloy and R. A: Cox, Hutchinson, and F. A. 
Smith, Kansas City, Mo. 


Cheyenne (Okla.) Short Line.—Chartered in Oklahoma 
to build a 6-mile railway from Cheyenne to Strong City. 
Incorporators: W. A. Beatty, H. D. Cox, R. N. Higgins, 
E. L. Mitchell and R. D. Alexander. 

*South Texas Traction Company, Houston, Tex.—Appli- 
cation for a charter has been made by this company in 
Texas to build an interurban railway near Houston and 
Galveston. Capital stock, $20,000. Incorporators: A. E. 
Hall, C. H. Hall and John A. Owen, all of Alvin, and H. T. 
Arnold, Houston. 


FRANCHISES 


Phoenix, Ariz.—The Salt River Valley Electric Railway, 
Phoenix, has asked the Council for a ninety-day extension 
of its franchise in which to begin the construction of its 
line in Phoenix. It will connect Phoenix, Scottsdale, 


Tempe, Mesa, Chandler, Alhambra, Glendale and Peoria. . 


C. C. Lewis, president. [E. R. J., Aug. Io, ’12.] 

Rogers, Ark.—The Northwest Arkansas Railway, Benton- 
ville, has received a franchise from the Council in Rogers. 
This is part of a plan to build an electric railway between 
Rogers, Bentonville, Springdale and Pea Ridge and ulti- 
mately to extend it to Joplin, Mo. P. H. Sackett is inter- 
ested. [E. R. J., Sept. 28, ’12.] 

Monterey, Cal—The Monterey & Pacific Grove Railway 
has received a fifty-year franchise from the Council over 
certain streets in Monterey. 

Orange, Cal.—The Board of Supervisors has been asked 
to grant a fifty-year franchise for an electric railway in 
Orange. 


Richmond, Cal.—The Southern Pacific Company, San_ 


Francisco, has received a franchise from the Council in 
Richmond. 


*San Anselmo, Cal.—S. J. Norton has asked the Board 
of Supervisors for a franchise to build an electric railway 
from the western city limits of San Anselmo to Fairfax 
Manor. ; 

Stockton, Cal—The Stockton Electric Railway has re- 
ceived a franchise from the Council to extend its Poplar 
Street line into the northwestern part of Stockton. The 
company has filed with the City Council the acceptance of 
the franchise granted for Ophir Street in Stockton. 
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Yolo, Cal—The Vallejo & Northern Railway, Vallejo, 
has asked the Board of Trustees for a franchise to build 
a wharf along the Reed property, opposite Sacramento. The 
cost of the structure will be $50,000. 

Bridgeport, Conn.—The Bridgeport & Danbury Electric 
Railway will ask for an extension of time in which to begin 
the construction of its line. 


Plainville, Conn.—The Connecticut Company has asked 
the Council for a franchise to double-track East Main 
Street and Pine Street and to build a spur track to the old 
freight station in Plainville. 


Decatur, Ill—The Decatur, Sullivan & Mattoon Transit 
Company has received a franchise from the Macon County 
Board of Supervisors to use the highways of the county for 
its interurban railway. [E. R. J., Dec. 14, ’12.] 


Terre Haute, Ind—The Terre Haute, Indianapolis & 
Eastern Traction Company, Indianapolis, has received a 
franchise from the County Commissioners over all the high- 
ways of Terre Haute County. 


Baton Rouge, La.—The Baton Rouge Electric Company 
has received a franchise from the City Council for an ex- 
tension down Florida Street and East Boulevard to South 
Baton Rogue. 


*Crowley, La.—The Louisiana Western Traction & Power 
Company, Lafayette, has received a franchise from the 
Council in Crowley. This projected line will connect La- 
fayette and Lake Charles. 

Lafayette, La—The Louisiana Traction & Power Com- 
pany, Lafayette, has asked the Council for a franchise over 
certain streets and about the city limits of Lafayette. This 
line will connect Lafayette, Morgan City, Alexandria and 
Abbeville. J. A. Landry, Lake Charles, president. [E. R. 
NEN OW. 30; 2520] 

Hagerstown, Md.—The Hagerstown, Greencastle & Mer- 
cersburg Railway, Middleburg, has received a franchise 
from the Mayor and Council in Hagerstown. The line will 
connect Hagerstown, Middleburg, Mercersburg and Green- 
Castle. [E. Re ht, Deca 14, 712.] 

Blandford, Mass—The Berkshire Street Railway has asked 
the County Commissioners for the discontinuance of a sec- 
tion of a highway in Blandford and the location of a new 
one. 

Watervliet, Mich—The Benton Harbor-St. Joe Railway 
& Light Company, Benton Harbor, has received a fran- 
chise from the Council to extend its line through Water- 
vliet. The company will also ask for a franchise for a line 
through Hartford. 

Havelock, Neb.—The Citizens’ Interurban Company has 
asked the Council for a franchise to construct an interurban 
line from Havelock to Omaha, connecting Waverly, Green- 
wood and Ashland. 

Portsmouth, N. H.—The Boston & Maine Railroad has 
asked the City Council for a franchise to extend its electric 
line from the Plains to Greenland Parade. The company 
has received a franchise from the Council in Greenland 
from the Greenland line to the Greenland Parade. 

Yorkville, N. Y.—The New York State Railways has 
received a franchise from the Board of Trustees to build 
an extension consisting of a second track to begin on 
Whitesboro Street, Yorkville, at the westerly line of Utica 
and extending west on Whitesboro Street. The Public 
Service Commission has authorized the company to exer- 
cise the franchise granted by the city providing for exten- 
sions so as to provide a double track in Jay and Grape 
Streets in Rochester. 

Hamilton, Ont.—A conference regarding electric railway 
extensions was held recently between the civic authorities 
and the officials of the Hamilton Street Railway. The 
company will probably offer to construct the base-line ex- 
tension early next spring if the city of Hamilton will extend 
the time to which it has been restricted to build the south- 
eastern extension. It is understood that the company 
wished to lay T rails, while the city demands girder rails. ~ 

Stamford, Ont.—The Niagara Falls, Welland & Dunnville 
Electric Railway, Welland, has asked the Council for a 
franchise in Stamford. This projected railway will con- 
nect Niagara Falls, Welland, Stamford and Dunnville. 
[E. R. J.; March 23, ’12.] 
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Gallitzin, Pa—The South Fork-Portage Railway, South 
Fork, has asked the Council for a franchise in Gallitzin. 

This line will connect South Fork, Portage, Lilly, Cresson, 

Gallitzin, Sugar Run and Altoona. Charles H. Morgan, 

Altoona, president. [E. R. J., Sept. 21, ’12.] 

Moose Jaw, Sask—The Moose Jaw Electric Railway has 
asked the Saskatchewan Legislature for permission to ex- 
tend its lines outside the city limits of Moose Jaw, subject 
to agreements being made with the various municipalities, 
and to increase its capital from $500,000 to $1,000,000, 

Knoxville, Tenn.—The Knoxville Railway & Light Com- 
pany has received a franchise from the Knox County Court 
to extend its lines out on Kingston Pike. 

Corsicana, Tex.—The Southern Traction Company, Dal- 
las, has asked the Council for a franchise in Corsicana. The 
company has recently received franchises from the Councils 
in Italy, Ferris and Palmer. 

Lockhart, Tex—It is reported that John W. Maxey. 
Houston, has received a franchise from the Council in 
Lockhart. This is part of a plan to build an electric rail- 
way to connect Lockhart, Seguin, New Braunfels, San An- 
tonio and Austin. [E. R. J, Dec. 7, ’12.] 

Provo, Utah—The Utah Interurban Electric Company, 
Salt Lake City, has received a fifty-year franchise from the 
County Commissioners over the county roads in Provo. 
This line will connect Salt Lake City, Payson, Provo, Lehi, 
Pleasant Grove and American Fork. John MacGinnis is 
interested. [E. R. J., Nov. 30, 712.] 

Milwaukee, Wis.—The Milwaukee Electric Railway & 
Light Company has received a franchise from the Common 
Council for an extension on Wells Street from Eleventh 
Street to West Water Street in Milwaukee. 


TRACK AND ROADWAY 


Birmingham Railway, Light & Power Company, Birming- 
ham, Ala.—This company plans to double-track its Idle- 
wild line on Avenue H from Fifteenth Street to Thirteenth 
Street and will also construct a switch on Montgomery 
Street at Alabama Avenue in Birmingham. Plans are also 
being considered to build an extension to Woodward and 
Dolomite in the near future. 


British Columbia Electric Railway, Vancouver, B. C.— 
The route of this company’s Westminster line between 
New Westminster and Vancouver has been recently altered 
through the completion of the Highland Park cut-off. Dur- 
ing the month the company has also placed in operation an 
extension to its line on Lonsdale Avenue, North Van- 
couver. On Vancouver Island an extension has been 
opened along Hillside Avenue. 


Northern Electric Railway _Company, Chico, Cal.— 
E. R. Lilienthal, president of the company, is quoted as 
follows in regard to the plans of the company: “The ap- 
proval by the commission of the company’s plan of finan- 
cing, together with negotiations which are pending, will 
mean the completion of the line from Sacramento to Vallejo 
next year. Already about 20 miles of road have been 
graded and track has been laid on about-10 miles from the 
eastern end of the Jamison canyon through to Vacaville 
Junction, with connections to Vacaville, also to Fairfield 
and Suisun. From Vallejo rapid boat service will be pro- 
vided, and the entire distance from Sacramento to San 
Francisco will be covered in less than two hours and forty- 
five minutes. This will later be reduced to slightly over 
two and a half hours.” 


Los Angeles (Cal.) Railway.—This company has been 
asked to consider plans to extend its West Eighth Street 
line from its present terminus to the west city limits of Los 
Angeles. 

Peninsula Railway, San José, Cal.—Right- of-way has 
been secured by this company through creek’ lands, and the 
work of rebuilding the line to Alum Rock Park will be 
begun at once. 

Tidewater & Southern Railroad, Stockton, Cal.—Plans 
are being considered by this company to build a branch 
from Modesto to San José via Pacheco Pass. 

Big Four Electric Railway, Tulare, Cale T his company 
intends to ask the Railroad Commissioners for permission 
to issue $400,000 worth of ad: ABEL: ‘ste ck to build a line 
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in Tulare. It will connect Tulare, Woodvilie, Porterville, 
Visalia and Lindsay, 
[E. R. J., Sept. 28, ’12.] 

*Valley Spring, Cal.—It is reported that capitalists of San 


Francisco plan to build an electric railway from Mokelumne 


Hill to Valley Spring via the W. B. Clark marble quarry. 
Surveys are being made and right-of-way has been secured. 
Among those interested are C. A. Westenberg, San Fran- 
cisco, and W. B. Clark. 


Sacramento Valley West Side Electric Railway, Willows,. 
Cal.—The first contracts for the construction of this rail- 
way will be let in three or four months. The line will be 
160 miles long and cover the west side of the Sacramento. 
Valley. It will touch Dixon, Woodland, Dunnigan, Ar- 
buckle, Williams, Maxwell, Colusa, Willows, Orland, Corn- 
ing, Tehama and Red Bluff. [E, R. J., Nov. 2, ’12.] 


Wilmington Southern Traction Company, New Castle,. 
Del—This company has placed in operation the new Mar- 
ket Street extension to Front Street in New Castle. 

Tampa (Fla.) Electric Company.—Plans are being made 
by this company to build a line along Eagle Street to its 
power house in Tampa. 


Sandpoint & Interurban Railway, Sandpoint, Idaho.—-. 


This company, with which the Northern Idaho & Montana 
Power Company holds a contract covering power, has prac- 
tically completed negotiations for the extension of its line 
to Dover, Idaho, a distance of 4 miles. 


Central Illinois Traction Company, Mattoon, Ill Right! 
of-way is being secured by this company along its proposed 


lines. The line as surveyed begins at Springfield, passing 


through Hillsboro, Greenville, Wisetown, Carlyle and Nash- 
ville, its southern terminus being Pinckneyville, Ill. The 


east and west division will begin at East St. Louis and pass’ 


through Collinsville, Highland, Jamestown, Keyesport, Kin- 
mundy, Louisville, Oskaloosa and Marshall, with eastern 
terminus at Terre Haute, Ind. 


Evansville (Ind.) Railways.—About Jan. 1 this company 
plans to extend its line from Henderson to Owensboro to- 


connect with the line from Henderson to Evansville. 


*Princeton, Ind.—An electric railway 10 miles in length 


between Princeton, Ind., and Mount Carmel, IIl., is being 


planned by Princeton capitalists. 
Louisville (Ky.) Railway.—This company has been asked 


to consider plans to extend its Frankfort Avenue line in. 


Louisville to Clifton. 


*Madisonville, Ky —A company is being formed at Madi- 


sonville to build an electric railway to connect Madison- 
ville, Victoria, Farlington, Barnesley, White City, Chesley 
and Nortonville. 


Kentucky Utilities Company, Winchester, Ky.—This com- 
pany, it is reported, proposes to construct a network of 


interurban lines out of Winchester, Ky., which will run 
through Clark and Montgomery counties, connecting Win- 
chester with Mount Sterling, Sharpsburg, 
North Middletown and other points. 


Louisiana Traction & Power Company, Lafayette, La.—. 


Three preliminary surveys are being made by this com- 


pany for the proposed interurban line from Lafayette to- 
Alexandria, Lake Charles, Abbeville, New Iberia and other 
On the completion of this. 


points in southwest Louisiana. 
work it is proposed later to run a preliminary line to Abbe- 


ville and then to the other towns embraced in the proposed 
No bonus or special tax will be asked of 


enterprise. 
Lafayette.. J. A. Landry, Lake Charles, os ee 
J., Nov. 30, ’12.] 


[E. R. 


*Waterville, Maine.—The Waterville Suenos of Com-. 
merce in Waterville plans to ‘build an electric railway be- | 
tween Waterville and Farmington via Fairfield, Center, 


Mercer, New Sharon and Chesterville. 


Towson & Cockeysville Electric Railway, Cockeysville, 


Md.—Bids will be asked soon by this company for the con- 


struction of rooo ft. of new track in Towson with paving 
between the rails and 2 ft. outside the rails. Post 


Boston (Mass.) Elevated Railway.—This company ha oe 


placed in operation its extension beyond Nonantum Squat 
to the Watertown station in Newton. 


PAT | 


_@ 
sy % 


S. A. McCoy, Visalia, chief engineer. — 


Owingsville,. 


DECEMBER 21, I912.] 


*McComb City, Miss.—John T. Lorenz, Cincinnati, and 
associates are considering plans to build an electric raiiway 
between McComb City and Magnolia, Miss., a distance ot 
about 7 miles. 

Joplin & Pittsburgh Railway, Joplin, Mo.—This company 
has awarded a contract to the A. G. Jennings Grading & 
Construction Company, Joplin, to grade the extension to 
Cunningham Park in Joplin. 

Bethany Traction Company, Lincoln, Neb.—This com- 
pany has received authority from the State Railway Com- 
mission to issue $5,000 of additional stock, the proceeds of 
which are to be used to complete its line between Bethany, 
University Place and Lincoln. C. W. Jester, president. 
[E. R. J., Aug. 10, ’12.] 

*Cloudcroft, N. M.—Morgan Hand, Kansas City, Mo., 
and C. C. Carroll are promoting the construction of an 
interurban electric railway to run between Cloudcroft and 
Carlsbad, a distance of about 100 miles. The plans con- 
template the installation of a hydroelectric plant on the 
Penasco River to provide power for the operation of the 
line and also for the towns of this section. 

Manhattan Bridge Three-Cent Line, New York, N. Y.— 
This company has placed in operation its extension to Ful- 
ton Street and Flatbush Avenue, Brooklyn. 

Charlotte (N. C.) Rapid Transit Company.—This com- 
pany has effected a contract with the Southern Power Com- 
pany and Charlotte Electric Railway interests for supplying 
current and operating an electric railway from Heath’s 
Corner on Piedmont Avenue through the Chatham estates 
te the Country Club, a distance of 2 miles. 

Fargo & Moorhead Street Railway, Fargo, N. D.—This 
company placed in operation on Dec. Io its extension to 
Dilworth. 


*Akron, Ohio.—It is said that Eastern capitalists are 
interested in a proposed line between Akron and Tallmadge. 
At first it would be 2 miles in length, extending from Blue 
Pond in the eastern part of Akron to Sixth Corners, near 
Tallmadge. C. W. Yonts has charge of the engineering 
work. 

Oakland, Antioch & Eastern Railway, Oakland, Ore.— 
Contracts for the grading between Sacramento anda point 
about 5 miles from Chipp’s Island will be awarded soon by 
this company and the remainder of the grading will be fin- 
ished by Jan. 15. The contract for the construction of the 
railway between Bay Point and Antioch will be let soon. . 

Oregon Electric Railway, Portland, Ore.—Double-track- 
ing of this company’s line between Portland and Garden 
Home has been begun. 

Lehigh Valley Transit Company, Allentown, Pa.—This 
company has placed in operation its through line between 
Lansdale and Norristown. 

Dallas Consolidated Electric Street Railway, Dallas, Tex. 
—This company plans to rebuild its tracks on McKinney 
Avenue in Dallas. 

Southern Traction Company, Dallas, Tex.—Specifications 
have been prepared and bids are now being received by this 
company for track-laying and for overhead material for 
its line. 4 

Texas City (Tex.) Street Railway.—This company ad- 
vises that construction has been begun on its 2%4-mile elec- 
tric railway in Texas City. Work will be done by the 
company’s own forces and orders for material have been 
placed. The carhouse will be located in Texas City and 
‘power will be obtained from the Texas City Electric 
Light & Water Company. The company will operate three 
cars. Capital stock, $60,000. Officers: Thomas J. Davies. 
president; H. B. Moore, vice-president; H. A. Thomas, 
secretary; R. B. Smith, treasurer, and R. M. Orth, general 
manager, all of Texas City. [E. R. J., Nov. 30, ’12.] 

Salt Lake & Utah Railroad, Salt Lake City, Utah.—This 
company announces that its 75-mile electric railway be- 
tween Salt Lake City, American Fork, Pleasant Grove, 
Provo, Springfield and Spanish Fork is being built by the 
Inter-Urban Construction Company, a subsidiary formed 
for the purpose of building this line. Capital stock, $3,000,- 
ooo. Officers: W. C. Orem, Newhouse Building, Salt Lake 
City, president and general manager; H. 'C. Joy, vice-presi- 
dent; F. W. Orem, Salt Lake City, secretary; S. S. Arenz, 
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superintendent and chief engineer; R. M. Mitchell, Salt 
Lake City, purchasing agent, and Wilson & Ott, Salt Lake 
City, engineers. [E. R. J., Nov. 2, ’12.] 

*Standardsville, Va—Plans are being made to build an 
electric railway through Greene and Madison Counties. 

Kittitas Railway & Power Company, Cle Elum, Wash.— 
This company announces that work will be begun in the 
spring on its electric line from Cle Elum to the Cle Elum 
mining district. Paul L. Richards, Tacoma, president. [E. 
Revy:; sept. 7, “t25] 

Puget Sound Traction, Light & Power Company, Seattle, 
Wash.—An extension of the Madison Street line from 
3roadway to Fourteenth Avenue in Seattle will be made by 
this company at once. 


Wenatchee Valley Railway & Power Company, Wenat- 
chee, Wash.—It is reported that this company has secured 
financial backing for the construction of its 50-mile elec- 
tric railway between Wenatchee, Leavenworth and Cash- 
mere. A. J. Linville, Wenatchee, president. [E. R. J., 
Oct: 5, 712: 

Elkins (W. Va.) Electric Railway.—Plans are being made 
by this company to build a 7-mile extension from Roaring 
Creek Junction to Bellington. ‘ 


SHOPS AND BUILDINGS 


British Columbia Electric Railway, Vancouver, B. C.— 
This company has been asked by the Board of Railway 
Commissioners to file statements regarding the intention 
of the company in the erection of a terminal for the Lulu 
Island line. 

Northern Electric Railway, Chico, Cal—This company’s 
depot at Oroville was totally destroyed by fire on Dec. 6. 
The loss is estimated to be about $9,000. Plans are being 
made by the company to build two new buildings in Oro- 
ville, one to be used for a depot and the other for freight. 

Vallejo & Northern Railway, Vallejo, Cal—This company 
has received possession by the court of 1or acres at Wash- 
ington, across the Sacramento River from Sacramento, for 
an electric railway terminal. 

St. Joseph Valley Traction Company, Elkhart, Ind.— 
This company plans to build a new terminal station at a 
new town which it proposes to establish about 8 miles east 
of Angolia. 

Terre Haute, Indianapolis & Eastern Traction Company, 
Terre Haute, Ind.—Plans are being made by this company 
to build a new interurban station in the spring. The struc- 
ture will be six stories and of brick construction. The cost 
is estimated to be about $100,000. 

Towson & Cockeysville Electric Railway, Cockeysville, 
Md.—This company plans to build soon a new carhouse 
in Towson. 

Detroit (Mich.) United Railway.—This company has pur- 
chased a building 110 ft. x 100 ft. at 104 Jefferson Street, 
Detroit, and expects to occupy it about July 1, 1913, for use 
as its general offices. 

Spokane & Inland Empire Railroad, Spokane, Wash.— 
This company’s freight depot in Cceur d’Alene was recently 
destroyed by fire. The company will build a new structure 
at once. 

Chippewa Valley Railway, Light & Power Company, Eau 
Claire, Wis.—This company plans to build a new six-story 
building within the next six months in Eau Claire. 


POWER HOUSES AND SUBSTATIONS 


Shreveport (La.) Traction Company.—This company will 
purchase a 1000-kw motor-generator set at once to double 
the capacity of its power house in Shreveport. 

Towson & Cockeysville Electric Railway, Cockeysville, 
Md.—This company plans to build a new substation in 
Towson shortly. 

Cleveland, Painesville & Eastern Railway, Willoughby, 
Ohio.—Plans are being made by this company to build a 
new power house and substation at Painesville. 

Manila Electric Railroad & Light Company, Manila, P. I. 
—This company expects to purchase through its New York 
office a 1000-kw motor-generator set for its power house in 
Manila. 
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Manufactures and Supplies 


ROLLING STOCK 


Wilkes-Barre (Pa.) Railway is reported to be in the mar- 
ket for ten cars. 

Bay State Street Railway, Boston, Mass., has ordered 
three express cars from the St. Louis Car Company, through 
Wendell & MacDuffie. 

Pacific Electric Railway, Los Angeles, Cal., has ordered 
thirty-six center-entrance stepless cars with trucks from 
The J. G. Brill Company. 

Paducah Traction & Light Company, Paducah, Ky., has 
ordered six single-truck, double-end car bodies from the St. 
Louis Car Company, through Wendell & MacDuffie, New 
York, 

Lehigh Valley Transit Company, Allentown, Pa., is re- 
ported to be considering the purchase of several all-steel 
cars to be used as trailers in its Philadelphia-Allentown 
service. 

Union Street Railway, New Bedford, Mass., has ordered 
one car body mounted on a St. Louis-Warner non-parallel 
axle truck from the St. Louis Car Company through Wen- 
dell & MacDuffie. 


Illinois Traction System, Peoria, Ill., has placed an order 
with the St. Louis Car Company for six motor passenger 
cars, one parlor car and one sleeper similar to the company 
standard; also four motor passenger and four trail cars for 
use on the Chicago, Ottawa & Peoria Railway. 


Fort Wayne & Northern Indiana Traction Company, Fort 
Wayne, Ind., has ordered from The J. G. Brill Company 
seven 21-ft. semi-convertible near-side one-man car bodies 
mounted on Brill 21-E trucks and four 34-ft. 134-in. semi- 
convertible near-side car bodies mounted on Brill 39-E 
trucks. 

British Columbia Electric Railway, Vancouver, B. C., has 
ordered sixty-five 34-ft. closed prepayment car bodies from 
the Preston Car & Coach Company. The car bodies will 
be mounted on Brill trucks. The railway company has also 
ordered from the Hart-Otis Car Company six all-steel Otis 
type cars, similar to those supplied last year. The approxi- 
mate dimensions over all are as follows: Length, 28 ft.; 
height, 8 ft. 4% in.; capacity, 750 cu. ft. 


TRADE NOTES 


Dearborn Drug & Chemical Works, Chicago, IIl., ‘have 
changed their name to Dearborn Chemical Company. 


Joseph Dixon Crucible Company, Jersey City, N. J., an- 
nounces that the selling price of its Silica-Graphite “One 
Quality Only” paint has been reduced because of the de- 
crease in the price of linseed oil, which is used as the vehicle. 
This paint is used as a long service protector of all exposed 
steel and metal surfaces. 


Transportation Utilities Company, New York, N. Y., has 
purchased the business, good-will and patents of the Metal 
Plated Car & Lumber Company. Garritt Burgett, well 
known in both the steam and electric railway field, has 
joined forces with Mr. Conwell and has been elected vice- 
president of the Transportation Utilities Company. 

Conley Frog & Switch Company, Memphis, Tenn., an- 
nounces that J. W. Buzick, who has been assistant engi- 
neer, has been appointed chief engineer of the company 
to succeed Frederick Coe Taylor, who has resigned to be- 
come manager of the insulation department of the St. 
Louis branch of the H. W. Johns-Manville Company. 

Babcock & Wilcox Company, New York, N. Weoecalls 
attention to the fact that the boiler equipment in the new 
power station at Lexington, Ky., belonging to the Kentucky 
Traction & Terminal Company, is composed of two Bab- 
cock & Wilcox W. S. high-pressure boilers and two Edge 
Moor boilers, and not of four boilers of another make 
as stated in the article in the Nov. 16 issue. 

Yale & Towne Manufacturing Company, New York 
N. Y., announces that R. T. Hodgkins, for several years 
manager of its chain block department, has resigned to ac- 


cept a position with another company. Charles W. Beaver 

B . . , 
who for many years has been connected with the chain 
block department of the Yale & Towne Manufacturing Com- 
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pany, first as salesman and later as assistant manager of 
the department, and who, for the past two years, has acted 
as its special representative in Europe, has been appointed 
to succeed Mr, Hodgkins and will assume the duties of his 
new office about Feb. I. 


Scherzer Rolling Lift Bridge Company, Chicago, IIl., an- 
nounces that plans have been prepared for the substructure 
and superstructure of a bridge to cross the Fox River at 
West Algoma Street, Oshkosh, Wis., and bids will be ad- - 
vertised for in the near future. The total length of bridge 
is 600 ft., including a Scherzer rolling lift bridge of 118 ft., 
center to center of end bearings. It will have one 28-ft. 
roadway and two 6-ft. sidewalks. It will consist of plate 
girder construction throughout and will require 700 tons 
of steel and machinery. The Scherzer Rolling Lift Bridge 
Company is the engineer on the entire work for the city of 
Oshkosh. ; 


S. B. Williamson, who has been division engineer of the 
Panama division of the Panama Canal since 1908, has re- 
signed to enter the service of J. G. White & Company, Ltd., 
engineers and contractors of London and New York. Mr. — 
Williamson was called to the canal service by Colonel 
Goethals in May, 1907, as division engineer of the Pacific — 
locks and dams. In his later position he had charge of the 
construction of the locks at Pedro Miguel and Miraflores, — 
involving the placing of vast quantities of concrete, exten- — 
sive dry excavating and dredging, the construction of ter- 
minal docks at the Pacific entrance, and municipal work in 
Panama City and the Canal Zone south of Culebra. Previ- 
ous to his work in Panama, Mr. Williamson was engaged 
in railroad and general construction work in various parts 
of the United States. He was also in the service of the 
United States government for some time, and in I900 
was in charge of the fortification work at Newport, R. lI. 
In his new field of work with J. G, White & Company, Ltd., 
he will be associated with their London office in the capacity 
of principal assistant engineer, directing construction in all 
parts of the world excepting the United States and its pos- . 
sessions. mit re ig 

Pierce, Richardson & Neiler, Chicago, Ill, engineers, 
have recently changed the corporate name of the firm to 
that of Neiler, Rich & Company. For the past ten years 
the business has been carried on by Samuel G, Neiler and 
Edward P. Rich, and the change in the corporate name 
does not carry with it any change in the personnel. Samuel 
G. Neiler was in 1889 the assistant mechanical engineer of 
the Minneapolis, St. Paul & Sault Ste. Marie Railway, and 
later was connected with the Thomson-Houston Company, 
where he had charge of the New England construction from _ 
the Boston office. He resigned from that company in 1892 ’ 


to associate himself with the electrical engineering depart- 

ment of the World’s Columbian Exposition, of which he — 
was later made assistant electrical engineer. Following 
this, he associated himself with the old concern of Pierce, © 
Richardson & Neiler. Edward P. Rich is a graduate of — 
the Chicago University and of the Michigan University. 
He has been associated for the past ten years with the 
corporation of which he is now a member. Among some ~ 
of the larger work executed by the company are the power 
plant and transmission system for the Canton-New Phila- — 
delphia Electric Railway, the electric lighting plant for the 
Kansas City Railway & Light Company, the new Chicago ~ 
& Northwestern Railway terminal station at Chicago, and 
the new Minneapolis station of the Great Northern R 
way; also the twenty-five-car steel plant for the Mot 
Vernon Car Manufacturing Company. vt 


ADVERTISING LITERATURE 


Ohio Brass Company, Mansfield, Ohio, has issued 
which is descriptive of the O-B trolley base. | et * 

Ackley Brake & Supply Company, New York, | 
issued Bulletin No. F-1, which briefly describe 
trates various types and sizes of Monarch refilla 
for which the company is the sole sales agent. L 
are included in the bulletin, © 

Nachod Signal Company, Phile 
folder in which attentio 
signals manufactured by 
issued by the company br 
way crossing signal fo 
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